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U.S.  RAILWAY  ASSOCIATION 

PRELIMINARY  SYSTEM  PLAN 
Invitation  for  Comments 

The  material  which  follows  this  notice  supplements  the  Preliminary  System  Plan 
published  March  4,  1975,  as  Part  II,  Volume  40,  Number  43  (40  PR  9323  through 
10163).  It  has  been  prepared  on  the  basis  of  information  and  reports  submitted  to 
the  United  States  Railway  Association  (“Association”)  and  the  Association’s  own  inves¬ 
tigations,  consultations,  research,  evaluation  and  analysis,  and  is  issued  pursuant  to 
section  4  of  the  Regional  Rail  Reorganization  Act  Amendments  of  1975. 

As  noted  in  the  notice  accompanying  the  publication  of  the  Preliminary  System 
Plan,  the  Association  will  adopt  and  submit  to  the  Congress  on  or  before  July  26,  1975,  a 
Pinal  System  Plan  reflecting  an  evaluation  of  all  responses  from  interested  persons, 
testimony  at  public  hearings  to  be  conducted  by  the  Rail  Services  Planning  Office  and 
the  results  of  its  own  additional  study  and  review. 

The  Association  invites  all  interested  persons  to  submit  comments  on  this  supple¬ 
ment  to  the  Preliminary  System  Plan  for  its  consideration  in  connection  with  the 
preparation  of  the  Final  System  Plan.  In  order  to  be  so  considered,  comments  must 
be  submitted  by  June  23,  1975;  they  should  be  addressed  to  the  Preliminary  System 
Plan  Comment  Office,  United  States  Railway  Association,  2100-2nd  Street  SW.,  Wash¬ 
ington,  D.C.  20595,  and  should  identify  by  chapter  and  page  references,  the  portions 
of  the  supplement  to  which  the  comment  is  addressed. 

.  Dated  at  Washington,  D.C.  this  8th  day  of  May  1975. 

Edward  G.  Jordan, 
President, 

United  States  Railway  Association. 
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PURPOSE  AND  SCOPE  OF  THIS  SUPPLEMENT 


The  purpose  of  this  supplement  is  to  expand  Volumes 
I  and  II  of  the  Preliminary  System  Plan  (issued  Feb¬ 
ruary  26,  1975)  to  include  an  analysis  of  the  light-den¬ 
sity  lines  of  the  Erie  Lackawanna  Railway,  to  include 
reference  in  Appendix  D-2  to  those  lines  not  recom¬ 
mended  for  inclusion  in  the  MARC-EL  or  ConRail 
Systems,  and  to  include  reference  in  Appendix  D-3  to 
major  market  extension  proposals  of  the  solvent  car¬ 
riers.  The  following  material  does  not  deal  with  the 
industry  structure  implication  of  the  restructuring  of 
the  Erie  Lackawanna.  These  implications  were  ad¬ 
dressed  in  chapters  3  and  4  of  the  Preliminary  System 
Plan  and  will  be  fully  dealt  with  in  the  Final  System 
Plan.  The  individual  line  recommendations  do  reflect, 
however,  the  industry  structure  recommendation’s  con¬ 
tained  in  the  Preliminary  System  Plan. 

Of  the  2,932  miles  of  line  operated  by  the  Erie  Lack¬ 
awanna  Railway,  more  than  1,800  miles  were  iden¬ 
tified  for  continued  operation  in  the  restructured  sys¬ 
tem.  This  supplement  deals  with  the  1,091.1  miles  of 
line  identified  as  requiring  further  analysis.  It  should  be 
noted  that  there  are  numerous  solvent  carrier  acquisi¬ 
tions  of  major  portions  of  the  Erie  Lackawanna  which 
were  presented  in  the  Preliminary  System  Plan  and 
which  are  still  under  consideration.  These  range  from 
the  purchase  of  all  profitable  lines  of  the  Erie  Lacka¬ 
wanna  to  specific  line  requests  that  may  involve  some 
segments  that  otherwise  would  be  excluded  from  the 
restructured  system.  The  Interstate  Commerce  Commis¬ 
sion  currently  is  reviewing  these  proposals  and  the  Rail 
Services  Planning  Office  has  gathered  and  reported 
public  testimony  concerning  them.  These  inputs  and 
continuing  railroad  interest  ultimately  will  determine 
which  of  these  projects  will  be  implemented  under  the 
Final  System  Plan.  • 

A  detailed  discussion  of  the  policies  and  procedures 
followed  in  the  analysis  of  the  light-density  lines  is 
contained  in  Volume  II,  chapters  16  and  17  of  the  Pre¬ 
liminary  System  Plan.  The  analyses  which  follow  are 
concerned  with  the  financial  self-sufficiency  of  the  indi¬ 
vidual  line  segments  based  on  the  traffic  originated  or 
terminated  on  each  segment,  and  the  revenues  generated 
and  costs  incurred  by  the  provision  of  service  to  the 
line.  Lines  required  for  through  service  have  not  been 
analyzed  as  light-density  lines.  However,  where  analy¬ 
sis  indicated  that  through  or  overhead  traffic  now  using 
a  given  line  would  be  rerouted  and  that,  as  a  result,  the 
line  would  be  classified  as  a  light-density  line  by  virtue 
of  its  low  traffic  generation,  it  has  been  subjected  to 


analysis.  The  analysis  considers  only  freight  service  in 
those  cases  where  lines  are  used  both  for  freight  and 
publicly  subsidized  passenger  service.  Passenger  serv¬ 
ice  will  not  be  impacted  by  the  recommendations  made 
in  such  cases.  The  results  of  this  analysis  are  that,  of 
the  mileage  studied,  192.3  miles  are  recommended  for 
inclusion  in  the  restructured  system,  828.4  miles  are 
recommended  for  exclusion  and  70.4  miles  are  out-of¬ 
service  either  due  to  track  conditions  or  the  lack  of  de¬ 
mand  for  service. 

The  analytic  results  which  follow  are  based  largely 
on  data  and  information  supplied  by  the  Erie  Lacka¬ 
wanna.  In  some  cases,  these  data  were  adjusted  before 
they  were  used  in  the  analysis.  For  example,  in  most 
cases  a  five-man  crew  currently  is  used  in  providing 
service  to  the  branch  line  but  no  crew  larger  than  four 
was  used  in  costing  the  service.  Similarly,  where  the 
service  frequency  appeared  excessive,  it  was  reduced  to  a 
more  economical  level. 

The  analysis  which  follows  reflects  testimony 
provided  at  the  RSPO  hearings  held  during  1974  con¬ 
cerning  the  Report  issued  by  the  Department  of 
Transportation  and  the  testimony  concerning- the  Erie 
Lackawanna  provided  at  the  hearings  conducted  dur¬ 
ing  March  of  this  year  concerning  the  Preliminary  Sys¬ 
tem  Plan.  The  results  of  the  future  hearings  concerning 
the  EL  will  be  evaluated  in  the  preparation  of  the  Final 
System  Plan. 

BACKGROUND 

On  January  2,  1974  the  Regional  Rail  Reorganiza¬ 
tion  Act  of  1973  (the  Act)  became  law.  It  was  passed 
in  response  to  a  threat  to  the  Nation’s  transportation 
system  posed  by  the  bankruptcy  of  eight  railroads  in 
the  Northeast  and  Midwest,  including  the  Nation’s 
largest  transportation  company,  the  Penn  Central 
Transportation  Co.  The  Act  reflected  a  growing  convic¬ 
tion  that  the  ordinary  processes  of  individual  railroad 
reorganizations  under  Section  77  of  the  Bankruptcy 
Act  were  inadequate  to  assure  a  continuing  rail  system 
in  the  Northeast  and  Midwest  region  (the  Region).  The 
Penn  Central  bankruptcy  occurred  in  June  1970,  just 
2  years  after  the  merger  of  the  Pennsylvania  and 
New  York  Central  railroads.  Other  bankrupt  carriers 
are  the  Ann  Arbor,  Erie  Lackawanna,  Boston  &  Maine, 
Central  of  New  Jersey,  Lehigh  Valley,  Reading  and 
the  Lehigh  &  Hudson  River. 

It  was  the  Penn  Central’s  collapse  which  focused  the 
Nation’s  attention  on  the  Northeast  rail  situation.  Penn 
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Central  alone  employed  over  90,000  people  and  operated 
some  20,000  miles  of  railroad  covering  16  states,  the 
District  of  Columbia  and  two  Canadian  provinces.  In¬ 
cluded  in  the  Penn  Central’s  territory  are  55  percent 
of  the  Nation’s  manufacturing  plants  and  60  percent 
of  its  manufacturing  employees.  An  integral  part  of  the 
Nation’s  transportation  system,  the  Penn  Central  han¬ 
dles  more  than  20  percent  of  all  the  freight  cars  loaded 
in  the  United  States.  Over  70  percent  of  its  traffic  inter¬ 
changes  with  the  other  railroads.  It  is  the  Nation’s 
leading  carrier  for  the  transportation  of  automobiles, 
chemicals,  metals,  coal  and  manufactured  consumer 
products.  Moreover,  the  eight  bankrupt  carriers  em¬ 
ployed  almost  120,000  persons,  a  quarter  of  all  rail 
employees  in  the  United  States. 

Most  of  the  Region’s  railroad  bankruptcies  differ 
from  earlier  railroad  insolvencies  in  one  .essential 
respect. 

Until  the  1960’s,  railroad  bankruptcies  typically  were 
the  result  of  an  inability  of  the  railroads  to  carry 
debt  costs.  There  were  multiple  reasons  for  such  finan¬ 
cial  difficulties,  but  the  point  is  that  reorganization  of 
the  debt" structure  ^of  the  bankrupt  railroads  was  ade¬ 
quate  to  reestablish  an  ongoing  corporate  structure  and 
insure  continuing  rail  service.  The  causes  of  the  pres¬ 
ent  railroad  bankruptcies  are  more  complex  and  the 
consequences  more  severe.  The  bankrupt  roads  today 
are  unable  to  pay  taxes  or  cover  operating  expenses 
in  spite  of  the  fact  that  they  often  drastically  curtailed 
maintenance  of  their  physical  plant.  This  deferred 
maintenance  expense  results  in  even  further  revenue 
loss  and  increased  operating  expenses.  The  problems  of 
Penn  Central  and  other  bankrupt  railroads  require 
more  than  traditional  reorganization  procedures. 

The  reasons  underlying  the  current  reorganization 
difficulties  of  the  Region’s  carriers  are  discussed  at 
some  length  in  Volume  I  of  the  Preliminary  System 
Plan.  Essentially,  the  current  bankruptcies  are  the  re¬ 
sult  of  fundamental  forces  affecting  the  profitability 
of  the  entire  rail  industry — forces  which  have  had  their 
greatest  adverse  impact  in  the  Northeast  and  Midwest 
Region.  It  is  generally  agreed  that  management  had 
some  responsibility  for  the  failure  of  the  Penn  Cen¬ 
tral.  But  to  put  the  primary  responsibility  on  man¬ 
agement  would  wrongly  conceal  the  underlying  prob¬ 
lem.  It  would  mask  the  need  to  deal  with  the  broader 
issues  which  will  adversely  affect  the  long-term  finan¬ 
cial  condition  of  the  industry  as  a  whole,  including 
ConRail  and  the  restructured  eastern  roads  envisioned 
by  the  Act.  A  Senate  Commerce  Committee  special 
staff  report  prepared  in  1972  stated  that: 

While  a  study  of  the  Penn  Central  results  in  a  strong  indict¬ 
ment  of  its  management,  it  would  be  a  mistake  to  end  the 
examination  with  the  conclusion  that  management  failures 
were  the  principal  reasons  for  the  railroad’s  downfall  .  .  . 


(T)he  environmental  circumstances  (economic  and  competi¬ 
tive)  surrounding  the  Pennsylvania  Railroad,  the  New  York 
Central  Railroad,  and  the  Penn  Central  Railroad  were  so  bur¬ 
densome  that  it  is  not  easy,  nor  perhaps  valid,  to  conclude 
that  a  different  management  would  have  prevented  the  col¬ 
lapse  of  the  Penn  Central.1 

During  the  first  3  years  of  the  Penn  Central  bank¬ 
ruptcy,  it  was  believed  that  the  carrier’s  financial  prob¬ 
lems  could  be  overcome  within  the  existing  framework 
of  Section  77  of  the  Bankruptcy  Act.  Early  in  1973, 
however,  the  Penn  Central  trustees  reported  to  their 
reorganization  court  that  substantial  government  as¬ 
sistance  would  be  needed  to  upgrade  Penn  Central’s 
plant  and  equipment  so  as  to  permit  obtaining  the 
increased  traffic  necessary  for  a  successful  Section  77 
reorganization.  This  amount  later  was  estimated  at 
between  $600  and  $800  million. 

Congress  responded  to  the  bleak  Penn  Central  situ¬ 
ation  by  passing  a  joint  resolution  in  February  1973 
directing  the  Secretary  of  Transportation  to  submit, 
within  45  days,  a  “report  which  .  .  .  provides  a  full 
and  comprehensive  plan  for  the  preservation  of  essen¬ 
tial  rail  transportation  services  of  the  Northeast.  .  .  .” 
Before  such  a  report  could  be  drafted,  the  presiding 
judge  in  the  bankruptcy  proceeding,  Judge  Fullam, 
issued  an  Order  on  March  6,  1973  expressing  his  con¬ 
cern  that  continued  operation  of  the  Penn  Central 
would  violate  the  Fifth  Amendment  rights  of  creditors. 
This  Order  directed  the  Penn  Central  trustees  to  file 
either  a  plan  of  reorganization  or  a  proposal  for  liqui¬ 
dating  the  railroad. 

Faced  with  a  possible  liquidation  of  the  Penn  Cen¬ 
tral,  Congress  undertook  the  extensive  deliberations 
which  led  to  the  passage  of  a  new  reorganization  act 
tailored  to  the  needs  of  the  bankrupt  carriers. 

The  Regional  Rail  Reorganization  Act  of  1973  is 
what  its  name  specifically  implies.  It  shortens  the  nor¬ 
mal  bankruptcy  process  by  giving  special  powers  and 
responsibilities  to  the  United  States  Railway  Associa¬ 
tion  (USRA),  to  the  Rail  Services  Planning  Office 
(RSPO)  of  the  Inteistate  Commerce  Commission 
(which  it  created),  to  the  Secretary  of  Transportation 
and  to  the  newly  created  Special  Court.  These  powers 
are  in  addition  to  those  available  to  a  normal  Section  77 
Bankruptcy  Court,  and  indeed  the  purposes  of  the  Act 
are  considerably  broader  than  those  of  previous  bank¬ 
ruptcy  statutes.  A  basic  goal  of  the  Act  is  to  take  the 
several  bankrupt  railroads  found  to  be  incapable  of 
individual  reorganization  under  Section  77  and  reorga¬ 
nizing  and  consolidating  their  essential  rail  properties 
into  a  financially  self-sustaining  rail  company.  In  turn, 
securities  of  the  new  company  and  other  benefits  are  to 
be  provided  to  creditors  of  the  bankrupt  railroads  in 

1  D.S.  Congress,  Senate,  Committee  on  Commerce.  The  Penn  Central 
and  Other  Railroad *.  Committee  Print,  92d  Cong.,  2d  sees.,  1672  p.  185. 
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exchange  for  those  rail  properties  designated  for  use  in 
continued  rail  service  under  the  reorganization  plan. 
A  successful  reorganization  requires  creation  of  an 
ongoing  rail  company  with  earning  ability  (combined 
with  other  benefits  available  under  the  Act)  sufficient 
to  underwrite  the  securities  of  the  new  company  and 
hence  to  compensate  the  creditors  adequately  for  prop¬ 
erties  transferred  to  the  planned  system.  The  transfer 
of  designated  property  is  mandatory  following  accept¬ 
ance  of  the  Association’s  Final  System  Plan  by 
Congress. 

The  claimants  of  the  Penn  Central  already  have 
tested  the  constitutionality  of  the  Act.  They  contended 
that  the  ultimate  value  of  the  stock  or  securities  of 
ConRail  would  not  be  equal  to  the  “constitutional  min¬ 
imum”  value  of  their  property.  Following  an  expedited 
appeal  schedule,  the  Supreme  Court  of  the  United 
States  upheld  the  constitutionality  of  the  Act.  The 
Court  held,  in  effect,  that  should  the  securities  and  bene¬ 
fits  of  the  Act  be  inadequate,  the  creditors  could  then 
bring  an  action  against  the  United  States  Government 
in  the  Court  of  Claims  for  any  deficiencies.  In  addition, 
the  Special  Court  established  by  the  Act  has  found 
that  the  Act,  in  conjunction  with  a  Court  of  Claims 
remedy,  provides  a  fair  and  equitable  process  for  com¬ 
pensating  the  creditors. 

The  Act  provides  for  many  imaginative  and  innova¬ 
tive  solutions  in  the  effort  to  avoid  the  catastrophe  that 
would  result  from  cessation  of  most  of  the  railroad 
operations  in  the  Northeast.  These  provisions  include 
reduction  of  the  delays  and  uncertainties  characteristic 
of  Section  77  proceedings,  mergers  and  discontinuances 
of  uneconomic  rail  service.  The  Act  also  provides  gov¬ 
ernmental  assistance  in  meeting  labor  protection  costs. 
Most  important,  it  provides  funds  for  rehabilitation  and 
modernization  of  neglected  physical  plant  and  subsidy 
of  rail  lines  which  generate  too  little  traffic  to  warrant 
continuation  with  purely  private  financial  backing.  The 
Act  also  provides  subsidies  to  continue  operation  of  the 
bankrupt  carriers  during  the  planning  process  until  a 
successor  operation  could  take  over. 

The  Erie  Lackawanna  Railway 

The  Act,  Section  207(b),  provides  that  a  railroad 
in  reorganization  can  only*  be  excluded  from  reor¬ 
ganizing  under  the  Act  if  the  court  having  jurisdic¬ 
tion  finds: 

(1)  that  the  railroad  is  reorganizable  on  an  income  basis 
within  a  reasonable  time  under  section  77  of  the  Bankruptcy 
Act  (11  IT.S.C.  205)  and  that  the  public  interest  would  be  better 
served  by  such  a  reorganization  than  by  a  reorganization  under 
this  act,  or  (2)  finds  that  this  Act  does  not  provide  a  process 


which  would  be  fair  and  equitable  to  the  estate  of  the  railroad 
in  reorganization  in  which  case  it  shall  dismiss  the  reorganiza¬ 
tion  proceeding.  If  a  court  does  not  enter  an  order  or  make  a 
finding  as  required  by  this  subsection,  the  reorganization  shall 
be  proceeded  with  pursuant  to  this  Act. 

Early  in  1974,  two  of  the  bankrupt  railroads  in  the 
Region,  the  Boston  &  Maine  and  the  Erie  Lackawanna, 
were  determined,  under  this  provision,  to  be  reorganiz¬ 
able  on  an  income  basis.  Since  the  decisions  were  not 
appealed  to  the  Special  Court,  they  became  binding. 
The  decisions  to  proceed  under  section  77  of  the  Bank¬ 
ruptcy  Act  effectively  prevented  these  two  railroads 
from  being  reorganized  under  the  Act. 

The  court  order  authorizing  the  income-based  re¬ 
organization  of  the  Erie  Lackawanna,  entered  on 
April  30,  1974,  was  predicated  on  a  stable  economy.4 
Contrary  to  this  underlying  assumption,  substantial 
declines  were  experienced  in  economic  activity,  both 
regionally  and  nationally,  during  the  ensuing  8  months. 
Under  these  circumstances,  the  Erie  Lackawanna  Trus¬ 
tees  concluded  that  their  railroad  could  not  reorganize 
on  an  income  basis. 

In  connection  with  its  consideration  of  amendments 
to  the  Act  during  February  1975,  Congress  concluded 
that  the  opportunity  should  be  given  to  the  Erie  Lacka¬ 
wanna’s  bankruptcy  court  to  reconsider  its  previous  de¬ 
cision,  and  to  order  its  reorganization  under  the  Act, 
if  appropriate.  On  February  28,  1975,  the  amendment 
to  the  Act  became  effective,  allowing  the  court  to  recon¬ 
sider  previous  orders  on  the  reorganization  process  to 
be  employed.  On  March  3,  the  Erie  Lackawanna  Trust¬ 
ees  petitioned  the  court  to  allow  the  reorganization  to 
proceed  under  the  Act. 

In  its  order  on  that  petition,  the  U.S.  District  Court 
noted  that  the  relevant  amendment  to  the  RRR  Act 
“was  directed  to  the  Eri#  Lackawanna  and  other  rail¬ 
roads  similarly  situated  whose  good  faith  attempts  to 
reorganize  have  become  frustrated  .  .  The  court 
reconsidered  its  previous  order  and  on  March  18, 1975, 
issued  an  order  that  the  Erie  Lackawanna  reorganiza¬ 
tion  proceed  under  the  RRR  Act.  In  issuing  this  order, 
the  court  concluded  that : 

1.  The  Erie  Lackawanna  no  longer  had  the  ability  to  reor¬ 
ganize  on  an  income  basis. 

2.  The  process  of  the  RRR  Act  is  fair  and  equitable  to  the 
Erie  Lackawanna  estate. 

3.  The  continued  reorganization  of  the  Erie  Lackawanna  pur¬ 
suant  to  the  RRR  Act  is  in  the  public  interest. 

The  Special  Court  affirmed  the  District  Court  deci¬ 
sion  on  April  11,  1975. 

*/«  the  matter  of  Erie  Lackawanna  Rywy.  Col.,  Debtor  Order  No. 
234,  (N.D.  Ohio  No.  B72-2838,  April  30, 1974). 
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LIGHT-DENSITY  LINES 

This  supplement  to  Appendix  D-2  shows  light- 
density  line  segments  of  the  Erie  Lackawanna  which 
are  not  recommended  for  inclusion  in  the  ConRail  Sys¬ 
tem  and  which  are  connected  to  or  crossed  by  one  or 
more  solvent  railroads.  USRA  has  determined  that 
acquisition  of  all  or  any  one  of  them  by  any  solvent 


railroad  will  not  materially  impair,  either  singly  or 
cumulatively,  the  profitability  of  ConRail  or  any  other 
railroad  in  the  Region  provided  that  such  acquisitions 
are  not  used  for  the  purpose  of  establishing  an  addi¬ 
tional  competitive  mainline  route.  Traffic  involved  is 
relatively  small  when  compared  to  all  traffic  in  the 
Region. 


Appendix  D-2  ( Light-Density  Lines  of  the  Erie  Lackawanna,  Offered  for  Sale  to  Connecting  Solvent  Railroads 

Under  Section  206(d)  (3)) 


Acquisition  of  these  lines  by  solvent  railroads  will  not  materially  impair  the  profitability,  either  singly  or  cumulatively,  of  any 

railroad  in  the  Region  or  ConRail 


USRA 

line 

number 

Termini 

USRA 

line 

number 

Termini 

INDIANA 

Interstate 

Intrastate 

1253 

Limestone,  N.Y.  to  Bradford,  Pa. 

1262 

Huntington  to  Hammond 

Interstate 

OHIO 

1261 

Huntington,  Ind.  to  Lima,  Ohio 

Intrastate 

NEW  JERSEY 

1260 

1263 

Marion  to  Lima 

Marion  to  Richwood 

Intrastate 

1266 

Bowlusville  to  Fairborn 

1207 

Great  Notch  to  Essex  Fells 

NEW  YORK 

PENNSYLVANIA 

Intrastate 

Intrastate 

1239 

Bath  to  Wayland 

1222 

At  Bath 

1240 

North  Alexander  to  Avon 

1224 

Avoca  to  Pittston  (Thompson  Street) 

1246 

Buffalo  (BC  Junction)  to  Dayton 

1252 

Howard  to  Crenshaw 

1247 

Dayton  to  Dunkirk 

1254 

JefTerson  Junction  Connection  to  D&H  at  Lanesboro 

• 

- 

A 

_ 
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SUPPLEMENT  TO  APPENDIX  D-3 

Major  Market  Extension  Proposals  Reviewed  Under  Section  206(d)  (3) 

PART  II 

Major  market  extension  proposals  that  will  not  materially  impair  the  profitability,  either  singly  or  cumulatively,  of  any  railroad  in 

the  Region  or  ConRail 

Project  ID  Location  Description  of  Project 

Wilkes-Barre,  Pa.-Hagerstown,  Md .  Norfolk  A  Western  and/or  Delaware  and  Hudson  to  acquire  the  Erie  Lacka¬ 

wanna  (ConRail)  line  from  Wilkes-Barre  (Plymouth  Junction)  to  Northum¬ 
berland,  Pa.,  and  trackage  rights  on  Penn  Central  (ConRail)  from  Northum- 
•  berland  to  Hagerstown.  Penn  Central  (ConRail)  and  D  A  H  to  negotiate  a 

new  interchange  to  replace  Wilkes-Barre  interchange  at  either  Sunbury  or 
Enola  (Harrisburg). 

Allentown,  Pa.-Scranton,  Pa .  Chessie  or  N  A  W  to  acquire  trackage  of  or  trackage  rights  over  the  Lehigh 

*  •  Valley  from  Scranton  (Pittston  Junction)  to  Allentown  in  the  event  that 

either  of  those  railroads  acquire  both  the  Erie  Lackawanna  and  Reading 
routes  to  east  coast  markets.  (See  the  Preliminary  System  Plan,  Volume  I, 
Appendix  D-3,  Projects  C8-5  plus  either  U8RA-1  or  U8RA-3;  or  USRA-4 
plus  either  N  A  W-1B  or  U8RA-2.) 

Binghamton,  N.Y.-Buffalo,  N.Y .  Delaware  A  Hudson  to  acquire  trackage  of  or  trackage  rights  over  Erie  Lacka¬ 

wanna  (ConRail)  from  Binghamton  to  Buffalo  in  the  event  that  neither 
Chessie  nor  N  A  W  acquires  the  Erie  Lackawanna  route  between  Binghamton 
and  Buffalo. 


In  addition  to  the  above  proposals,  there  are  additional  projects  Involving  the  Erie  Lackawanna  that  were  presented  on  pages  273-274  of  the  Preliminary  System 
Plan,  Appendix  D-3. 


USRA-6. 


USRA-7. 


USRA-8. 
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MAP  KEY  FOR  APPENDIX  K 


The  following  symbols  are  used  on  the  individual  maps  accompany¬ 
ing  the  following  line  analyses : 


O 


The  line  segment  under  discussion 
Other  lines  of  the  same  railroad 
Lines  of  other  potential  ConRail  railroads 
Solvent  railroads 

End-point  of  line  segment  under  discussion 
Other  towns  or  junction  points 
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SUPPLEMENT  TO  APPENDIX  K 


INDIANA 


ERIE  LACKAWANNA 


USRA 
line  number 


Termini 


Intrastate 

t 

Indiana 

1262  Huntington  to  Hammond 

Interstate 

Indiana— Ohio 

1261  Huntington,  Ind.  to  Lima,  Ohio 

PORTION  OF  JERSEY  CITY-TO-CHICAGO  LINE 
USRA  Line  No.  1262 
Erie  Lackawanna 


0"c»f»  A  P**tam  bid  m*  RR  tB  One  ago 
'CL  ku  Trackage 

IMB  to  Rloa  •#/  ••Aiwa  Harbor  Bait  RR  ta  Nad 
I  aland.  IM  •  /  NA*  to  Fart  Payaa 

. . ‘W.%*  S 


PC  to  WH.aaa  Harbor 
I  Highlands  EJ  AE  U>  G»y 

'  ^  PC  la  East  Cary 


PC  »  C»ro  !l»  '^•Cr.ff^^  ,«•••** 

6t»  ic  a.c.p,  . .  vo 

PC  to  N'  at  III  **• 

EJAE  la  Jabot. 

PORT’ON  OF  JERSEY  OTY -CHICAGO  LIRE  EL 


EJAE  »  Partar 

CTP  ta  Port  Huron  M*d» 


CAO  lo  Gaciaaat.  PC  to  Logansne* 
^  LAN  ta  H'dugan  C< 


.Jit, 


PC  la  Ckicaga 
'  ,  CAO  •  Criffi* 

a"  PC  ta  Saudi  Band 


PC  to  Kanhakaa  |  •. 

PC  to  Lo  gw  apart  \  J* 

CAO  ta  C.ncnaat  j 


PC  la  Columbia  City 


NAP  to  Fart  Payna 

PC  •  Marion,  lad.  u  \»** 

Huatiag^V 

NAP  la  Dacatar.  Ill  — a.***^^k 

HUNTINGTON  HP  IIS  1X  - 
EL  la  Marian  Okie 


This  portion  of  the  Jersey  City-Chicago  line  extends 
from  Hwrdington  (Milepost  125.2)  to  Hammond ,  Ind. 
(Milepost  249.6),  a  distance  of  miles,  in  Hunting- 
ton,  Wabash,  Fulton,  Pulaski,  Starke,  Porter  and  Lake 
Counties,  Ind.  This  line  continues  westward  to  Chicago 
via  trackage  rights  over  the  Chicago  &  Western  In¬ 
diana  RR  and  eastward  to  Marion,  Ohio  and  beyond. 
The  easterly  continuation  is  also  under  study  in  this 
Report.  At  Bolivar,  the  line  connects  with  the  Michigan 
Branch,  at  North  Judson  and  Kouts  with  the  Columbus- 
Chicago  line,  and  at  North  Judson  with  the  Kankakee 
Branch,  all  PC.  Highlands  is  also  served 'by  the  PC 


Danville  Branch.  The  line  connects  with  the  following 
PC  lines  also  under  study :  at  Newton  with  the  Colum¬ 
bia  City  Secondary  Track,  at  DeLong  with  the  Culver 
Secondary  Track  and  at  Griffith  with  the  Joliet  Branch. 
It  also  connects  with  the  N&W’s  Fort  Wayne-Decatur, 
Ill.  line  at  Huntington  and  Michigan  City-Indianapolis 
line  at  Rochester,  with  the  C&O  Cincinnati-Hammond 
line  at  North  Judson  and  Griffith,  with  the  L&N  to 
Michigan  City  and  Monon  at  Wilders,  and  at  Griffith 
with  the  GTW  Chicago-Port  Huron  and  the  Elgin, 
Joliet  &  Eastern  Ry  to  Joliet,  Porter  and  Gary.  At 
Hammond  it  connects  with  several  lines,  including  the 
N&W  Chicago-Fort  Wayne,  the  L&N  Ohicago-Monon 
and  the  Indiana  Harbor  Belt  RR  to  Blue  Island,  Ill. 
and  Ivanhoe. 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Huntington _ 4,073 

Bippus  _  2 

Servia  _  214 

Bolivar _  2 

Newton _  0 

Lake ton  _ _  0 

Disko  _  1 

Akron _  488 

Athens  _  25 

Rochester  _  456 

Leiter’s _  114 

DeLong  _  0  - 

Monterey _ 1,  054 

Ora _  4 

Bass  Lake _  0 

Aldine  _  1 

North  Judson _ • _ 1 —  13 

Lomax  _  0 

Wilders  _  0 

Clanricarde _  0 

Kouts  _  9 

Boone  Grove _  124 

Palmer _  0 

Crown  Point _  33 

Griffith _  29 

Highlands _  154 

Hammond _ 301 


Total  carloads  generated  by  the  line _ 7,007 

Average  carloads  per  week _ 136.5 

Average  carloads  per  mile _  57.  0 

Average  carloads  per  train _ _ _  45.  5 

1973  operating  information : 

Number  of  round  trips  per  year _  156 

Estimated  time  per  round  trip  (hours) _  21.5 

Locomotive  horsepower _  1,  600 

Train  crew  size _  4 
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Information  Provided  by  RSPO,  Shippers,  Government 
Agencies  * 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.’'  However,  at  the  March  1975 
hearings  held  by  RSPO,  Cuneo  Press  expressed  concern 
over  the  possible  loss  of  the  Erie  Lackawanna  TOFC/ 
COFC  ramp  at  Huntington,  Ind. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $2, 100,  553 

Average  revenue  per  carload _  $296 


Available  (avoidable)  cost  of  continued 
service: 

Cost  incurred  on  the  branch  line _  1, 404,  390 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 

cost) _  0 

Cost  incurred  beyond  the  branch  line.  1, 384,  832 


Total  variable  (avoidable)  cost _  2,789,222 


Net  contribution  (loss):  total _  (688,669) 

Average  per  carload _  (97) 


and  Van  Wert  Counties,  Ohio  and  Adams,  Wells  and 
Huntington  Counties,  Ind.  This  line  continues  west¬ 
ward  to  Hammbnd  and  eastward  to  Marion,  Ohio ;  both 
continuations  are  also  under  study  in  this  report.  At 
Decatur,  Ind.  this  line  connects  with  the  PC  Decatur 
and  Ridgeville  Secondary  Tracks  and  at  Ohio  City 
with  the  PC  Northern  Branch,  all  also  under  study. 
The  N&W  Decatur  Ill.-to-Fort  Wayne  line  crosses  at 
Huntington,  the  Fort  Wayne-Muncie  line  at  Kings- 
land,  the  Delphos-Frankfort  line  at  Decatur,  Ind.  and 
Ohio  City,  and  the  Fostoria-Muncie  line  at  Lima.  Also 
serving  Lima  are  the  PC  Pittsburgh-Chicago  line,  the 
B&O  Toledo-Cincinnati  line  and  the  Detroit,  Toledo  & 
I  ronton  RR  Main  Line  from  Detroit  to  Ironton.  This 
line  was  not  described  as  potentially  excess  in  the  U.S. 
DOT  Report  (see  Zones  111  and  117). 


Traffic  and  Operating  Information 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Huntington ,  where  the  majority  of  the  traffic  on  this 
line  is  located ,  is  also  served  by  the  Norfolk  de  Western 
Ry.  Service  to  this  traffic  can  be  continued  by  the  Nor¬ 
folk  <&  Western. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Jersey 
City-to-Chicago  line  be  included  in  the  ConRail  System. 
Continued  operation  of  this  line  would  require  a  rail 
service  continuation  subsidy.  Under  1973  traffic,  revenue 
and  cost  levels,  this  line  generates  an  annual  excess 
financial  burden  amounting  to  $688,669  or  $97  per 
carload.  Recovery  of  costs  would  require  approximately 
a  100-percent  increase  in  traffic  or  a  33-percent  rate  in¬ 
crease  over  the  1973  levels. 


PORTION  OF  JERSEY  CITY-TO-CHICAGO  LINE 

USRA  Line  No.  1261 
Erie  Lackawanna 

This  portion  of  the  Jersey  City-to-Chicago  line  ex¬ 
tends  from  Lima,  Ohio  (Milepost  54.3)  to  Huntington, 
Ind.  (Milepost  125.2),  a  distance  of  70 J9  miles,  in  Allen 


Stations  (with  their  1973  carloads)  served  by  this  line: 


Hercules  Torpedo1  Spur _  0 

Kemp  _ 4  0 

Spencerville  _  106 

Converse  _  0 

Elgin  _ _  299 

Ohio  City; _  6 

Glenmore  _  13 

Wren  _  0 

Preble  _ _  14 

Tocsin  _  100 

Kingsland  _  3 

Uniondale  _  1T4 

Markle  _  333 

Simpson  - _  178 


Total  carloads  generated  by  the  line - 1,  226 

Average  carloads  per  week -  23.  6 

Average  carloads  per  mile -  17.  3 

Average  carloads  per  train -  7. 9 

1973  operating  information : 

Number  of  round  trips  per  year -  156 

Estimated  time  per  round  trip  (hours) -  12. 0 

Locomotive  horsepower - 1>  600 

Train  crew  size - 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  revealed  that 
many  shippers  are  displeased  with  the  Erie  Lacka- 
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wanna  service.  The  Elgin  Grain  and  the  Flexible  Foam 
Products  companies  claimed  that  they  would  have 
shipped  an  additional  96  and  288  carloads  of  freight 
in  1973,  respectively,  had  sufficient  cars  been  available. 
The  rail  car  shortage  also  affected  the  Farm  Service 
Center,  forcing  them  to  ship  338  truckloads  of  freight 
via  motor  carriers  in  1973. 

The  Elgin  Grain  Co.  stated  that  the  loss  of  rail  serv¬ 
ice  would  force  the  purchase  of  100  tractors  and  semi¬ 
trailers,  an  estimated  cost  of  $4  million.  They  would 
also  have  to  hire  an  appropriate  number  of  drivers. 
This  company,  which  serves  approximately  300  farmers, 
must  ship  its  fertilizer  in  insulated  rail  cars. 

Information  contained  in  the  testimony  indicated  that 
the  Elgin  Grain  Co.  shipped  516  carloads  in  1973;  the 
Farm  Service  Center,  113  carloads;  the  Flexible  Foam 
Co.,  78;  and  the  Spencerville  Farmers’  Union  shipped 
25  carloads  in  1973. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL - $372,  046 

Average  revenue  per  carload -  $304 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  687,  893 


1261 

Cost  of  upgrading  branch  line  to  FRA 
Class  I :  (1/10  of  total  upgrading  cost).  0 

Cost  incurred  beyond  the  branch  line _ 210,  879 

Total  variable  (avoidable)  cost _  908,872 

Net  contributions  (loss)  :  total _  (636,826) 

Average  per  carload _ ; _  (438) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  mph). 

Traffic  generated  at  Decatur  will  continue  to  receive 
service  via  Penn  Central  trackage. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Jersey 
City-to-Chicago  line  be  included  in  the  ConRail  Sys¬ 
tem.  Continued  operation  of  this  line  would  require  a 
rail  service  continuation  subsidy.  Under  1973  traffic, 
revenue  and  cost  levels,  this  line  generates  an  annual 
excess  financial  burden  amounting  to  $536,826,  or  $438 
per  carload.  Recovery  of  costs  would  require  approxi¬ 
mately  a  threefold  increase  in  traffic  or  a  145-percent  rate 
increase  over  the  1973  levels. 
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USRA 
line  number 


Termini 


Intrastate 

New  Jersey 

12001  Newark  to  Orange 

12011  Orange  to  Summit 

12021  Summit  to  Morristown 

12031  Denville  Junction  to  Morristown 

12041  Summit  to  Gladstone 

12051  Newark  (Roseville  Avenue)  to  Montclair 

1206  Bloomfield  to  West  Orange 

1207  Great  Notch  to  Essex  Fells 

1208  Mountain  View  to  Pompton  Junction 

1210  Chester  Junction  to  Succasunna 

1212  Washington  to  Phillipsburg 

Interstate 

New  Jersey— New  York 

12151  North  Hackensack,  N.J.  to  Nanuet  Junction, 

N.Y. 

*  Analysis  covers  freight  service  only  (excludes  commuter  operation). 


PORTION  OF  MORRIS  &  ESSEX  BRANCH 
USRA  Line  No.  1200 
Erie  Lackawanna 


EL  to  Denville 

/  ELto  Montclair 

Orange  \ 

'•0.^0  y 

ORANGE  MP  I  II  |  HI  II  mill  MP  9.0 (ROSEVILLE  AVENUE) 

'  EL  to  Hoboken 


PORTION  OF  MORRIS  &  ESSEX  BRANCH,  EL 


This  portion  of  the  Morris  &  Essex  Branch  extends 
from  Newark  (Roseville  Avenue)  (Milepost  9.0)  to 
Orange,  N.J.  (Milepost  11.0),  a  distance  of  2.0  miles, 
in  Essex  County,  N.J.  This  line  continues  eastward 
from  Newark  (Roseville  Avenue)  to  Hoboken  and 
westward  from  Orange  to  Denville.  The  latter  con¬ 
tinuation  is  also  under  study  in  this  report  as  is  the  EL 
Montclair  Branch,  extending  northward  from  Newark 
(Roseville  Avenue).  This  line  was  not  described  as 
potentially  excess  in  the  U.S.  DOT  Report  (see  Zone 
60). 


Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Newark 1  _  383 

Brick  Church -  0 

Orange  _  0 


Total  carloads  generated  by  the  line -  383 

Average  carloads  per  week _  7.  4 

Average  carloads  per  mile _ 191. 5 

Average  carloads  per  train -  3.  7 

1973  operating  information : 

Number  of  round  trips  per  year _  104 

Estimated  time  per  round  trip  (hours) _  1.5 

Locomotive  horsepower _ 1, 000 

Train  crew  size _  4 


1  Includes  only  traffic  on  this  segment,  including  traffic  generated  at 
Brick  Church  and  Orange. 

Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $176,  966 

Average  revenue  per  carload _  $462 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line 1 _  15, 059 

Cost  of  upgrading  branch  line  to  FRA 
Class  I :  (1/10  of  total  upgrading  cost) —  0 

Cost  incurred  beyond  the  branch  line -  130,  733 


Total  variable  (avoidable)  cost _  145,  792 


Net  contribution  :  total - - - - -  31, 174 

Average  per  carload -  81 


1  Excludes  maintenance  and  ownership  costs  due  to  the  use  of  the 
line  for  commuter  services. 

This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.) . 

Recommendation 

It  is  recommended  that  freight  service  continue  to  be 
provided  over  this  portion  of  the  Morris  &  Essex  Branch 
by  a  solvent  carrier  (see  the  Preliminary  System  Plan, 
Volume  I,  Chapter  3,  The  Regional  Rail  System).  If 
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this  service  is  not  assumed  by  a  solvent  carrier,  it  is  rec¬ 
ommended  that  it  be  assumed  by  the  MARC— EL  Sys¬ 
tem  or  theConRail  System. 

PORTION  OF  MORRIS  &  ESSEX  BRANCH 
USRA  Line  No.  1201 
Erie  Lackawanna 


Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $18, 618 

Average  revenue  per  carload _  $365 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line 1 _  17,  545 

Cost  of  upgrading  branch  line  to  FRA 
Class  I  (1/10  of  total  upgrading 

cost) _  0 

Cost  incurred  beyond  the  branch  line _  13,  770 


EL  to  Den vi lie 

/  SUMMIT 


Orange  ORANGE  MP  1 1.0 


•  ESSEX  BRANCH.  EL 

:a  r. 

Rahway  Valley  RR  to  Roselle 


EL  to  Newark  and  Hoboken 


This  portion  of  the  Morris  &  Essex  Branch  extends 
from  Orange  (Milepost  11.0)  to  Summit,  N.J.  (Mile¬ 
post  20.0) ,  a  distance  of  9.0  miles,  in  Essex  and  Union 
Counties,  N.J.  This  line  continues  eastward  from 
Orange  to  Newark  and  northwestward  from  Summit  to 
Denville.  The  EL  Gladstone  Branch  diverges  at  Sum¬ 
mit.  All  of  these  lines  are  also  under  study  in  this  re¬ 
port.  The  Rahway  Valley  RR  connects  at  Summit.  This 
line  was  not  described  as  potentially  excess  in  the  U.S. 
DOT  Report  (see  Zone  60). 


Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Highland  Avenue _  0 

Mountain  Station _  0 

South  Orange _  19 

Maplewood _ • _  30 

Millbum  _ i _  1 

Short  Hills _  0 

Summit  _  1 


Total  variable  (avoidable)  cost _  31,315 

Net  contribution  (loss)  total _  (12,697) 

Average  per  carload _ ; _  (249) 


1  Excludes  maintenance  and  ownership  costs  due  to  the  use  of  the 
line  for  commuter  services. 

This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Although  this  line  generates  a  loss  amounting  to 
$12,697,  it  is  required  to  serve  line  segment  1204  which 
generates  a  contribution  of  $67,999. 

Recommendation 

It  is  recommended  that  freight  service  continue  to  be 
provided  over  this  portion  of  the  Morris  &  Essex 
Branch  by  a  solvent  carrier  (see  the  Preliminary  Sys¬ 
tem  Plan,  Volume  I,  Chapter  3,  The  Regional  Rail  Sys¬ 
tem).  If  this  service  is  not  assumed  by  a  solvent  carrier, 
it  is  recommended  that  it  be  assumed  by  the  MARC-EL 
System  or  the  ConRail  System. 


PORTION  OF  MORRIS  &  ESSEX  BRANCH 
USRA  Line  No.  1202 


Total  carloads  generated  by  the  line _  51 

Average  carloads  per  week _  1. 0 

Average  carloads  per  mile _  5.  7 

Average  carloads  per  train _  1. 0 

1973  operating  information : 

Number  of  round  trips  per  year _  52 

Estimated  time  per  round  trip  (hours) _  5.0 

Locomotive  horsepower  _ 1,000 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 


Erie  Lackawanna 

Morristown  S  Erie  RR  to  Esses  Fells 
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This  portion  of  the  Morris  &  Essex  Branch  extends 
from  Summit  (Milepost  20.0)  to  Morristown,  N.J. 
(Milepost  30.2),  a  distance  of  10.2  miles ,  in  Union  and 
Morris  Counties,  N.J.  This  line  continues  eastward  from 
Summit  to  Newark  and  northward  from  Morristown  to 
Denville.  The  EL  Gladstone  Branch  diverges  at  Sum¬ 
mit.  All  these  lines  are  also  under  study  in  this  report. 
At  Summit  the  Rahway  Valley  RR  connects,  as  does  the 
Morristown  &  Erie  RR  at  Morristown.  This  line  w^as  not 
described  as  potentially  excess  in  the  U.S.  DOT  Report 
(see  Zone  60) . 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Chatham  _  416 

Madison _  7 

Convent  _  0 


Total  carloads  generated  by  the  line -  423 

Average  carloads  per  week - - -  8. 1 

Average  carloads  per  mile -  41. 5 

Average  carloads  per  train -  4. 1 

1973  operating  information : 

Number  of  round  trips  per  year -  101 

Estimated  time  per  round  trip  (hours) -  1.  7 

Locomotive  horsepower _ 1.  600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $99,  787 

Average  revenue  per  carload _  $236 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line 1 _  22,  414 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  (1/10  of  total  upgrading  cost)-  0 

Cost  incurred  beyond  the  branch  line _  80, 174 


Total  variable  (avoidable)  cost _  102,  588 


Net  contribution  (loss):  total _ _  (2,801) 

Average  per  carload _  (7) 


1  Excludes  maintenance  and  ownership  costs  due  to  the  use  of  the 
line  for  commuter  services. 

This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has 
a  maximum  safe  operating  speed  of  10  m.p.h.). 

Although  this  line  generates  a  loss  amounting  to 
$2,801  or  $7  per  carload,  a  14  percent  increase  in  traffic 
or  a  3  percent  increase  in  rates  over  the  1973  levels 
would  enable  financial  self-sufficiency. 


1202,  1203 

Recommendation 

It  is  recommended  that  freight  service  continue  to  be 
provided  over  this  portion  of  the  Morris  &  Essex 
Branch  by  a  solvent  carrier  (see  the  Preliminary  Sys¬ 
tem  Plan,  Volume  I,  Chapter  3,  The  Regional  Rail 
System).  If  this  service  is  not  assumed  by  a  solvent 
carrier,  it  is  recommended  that  it  be  assumed  by  the 
MARC-EL  System  or  the  ConRail  System. 

PORTION  OF  MORRIS  &  ESSEX  BRANCH 
USRA  Line  No.  1203 


Erie  Lackawanna 

DENVILLE  JUNCTION 


This  portion  of  the  Morris  &  Essex  Branch  extends 
from  Morristown  (Milepost  30.2)  to  Denville  Jimction, 
N.J.  (Milepost  36.4),  a  distance  of  6.2  miles ,  in  Morris 
County,  N.J.  This  line  continues  eastward  from  Morris¬ 
town  to  Newark,  and  this  continuation  is  also  under 
study  in  this  Report.  At  Denville  Junction  it  connects 
with  EL  lines  westward  to  Scranton  and  eastward  to 
Great  Notch.  At  Morristown,  it  connects  with  the  Mor¬ 
ristown  &  Erie  RR.  This  line  was  not  described  as 
potentially  excess  in  the  U.S.  DOT  Report  (see  Zone 
60). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Morristown 1 _ 2, 148 

Morris  Plains _ : _  235 

Mount  Tabor _  0 


Total  carloads  generated  by  the  line _ 2, 383 

Average  carloads  per  week _  45.  8 

Average  carloads  per  mile _  384.  4 

Average  carloads  per  train _  9.  5 
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1973  operating  information : 

Number  of  round  trips  per  year _  250 

Estimated  time  per  round  trip  (hours) -  2.  8 

Locomotive  horsepower _ 1, 600 

Train  crew  size _  4 


1  Includes  traffic  Interchanged  with  the  Morristown  &  Erie  RR,  at 
both  Morristown  and  Essex  Fells. 

Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was 
provided  at  the  hearings  conducted  by  the  Rail  Serv¬ 
ices  Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $456.  885 

Average  revenue  per  carload _  $192 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line 1 _  81,  887 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  itotal  upgrading 

cost)  _  0 

Cost  incurred  beyond  the  branch  line _  335, 452 


Total  variable  (avoidable)  cost -  417,339 


Net  contribution :  total— _ _  39,  546 

Average  per  carload _ _ _  17 


1  Excludes  maintenance  and  ownership  costs  due  to  the  use  of  the 
line  for  commuter  services. 

This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Interchange  with  the  Morristown  &  Erie  RR  now 
occurs  at  both  Morristown  and  Essex  Fells,  but  it  all 
can  be  handled  at  Morristown. 

Recommendation 

It  is  recommended  that  freight  service  continue  to  be 
provided  over  this  portion  of  the  Morris  &  Essex 
Branch  by  a  solvent  carrier  (see  the  Preliminary  Sys¬ 
tem  Plan,  Volume  I,  Chapter  3.  The  Regional  Rail 
System).  If  this  service  is  not  assumed  by  a  solvent 
carrier,  it  is  recommended  that  it  be  assumed  by  the 
MARC-EL  System  or  the  ConRail  System. 

GLADSTONE  BRANCH 
USRA  Line  No.  7204 
Erie  Lackawanna 

The  Gladstone  Branch  extends  from  Summit  (Mile¬ 
post  20.0)  to  Gladstone,  N.J.  (Milepost  42.3),  a  distance 


of  22*3  miles ,  in  Union,  Morris  and  Somerset  Counties, 
N.J.  This  line  connects  with  the  EL  Morris  &  Essex 
Branch  at  Summit,  also  under  study  in  this  Report,  and 
with  the  Rahway  Valley  RR.  The  portion  of  this  line 
in  Somerset  County  was  described  as  potentially  excess 
in  the  U.S.  DOT  Report  (see  Zones  60  and  62). 

Traffic  and  Operating  Information 

I  / 

Stations  (with  their  1973  carloads)  served  by  this  line: 


New  Providence _  3 

Murray  Hill _  41 

Berkeley  Heights _ T _  323 

Stirling  _  13 

Millington _ 394 

Lyons _ 0 

Bernards  ville _ _ _ 25 

Mine  Brook _  0 

Far  Hills-Bedminster _ ■ _  6 

Peapack _ _ _ T _ ( _  30 

Gladstone  _  47 


.  Total  carloads  generated  by  the  line _  882 

Average  carloads  per  week _  17.  0 

Average  carloads  per  mile _  39.  6 

Average  carloads  per  train _  5.7 

1973  operating  information : 

Number  of  round  trips  per  year _  156 

Estimated  time  per  round  trip  (hours) _  4.  0 

Locomotive  horsepower _ _ 1, 000 

Train  crew  size _ ^ _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  revealed  that 
New  Jersey  DOT  opposes  the  abandonment  of  this  line. 
The  Institute  of  Public  Transportation  declared  that 
any  rail  line  with  existing  or  possible  future  passenger 
service  should  not  be  designated  potentially  excess. 

The  Kemline-Sanderson  Engineering  Corp.  gener¬ 
ated  30  carloads  of  freight  in  1973  and  projected  a  need 
for  50  rail  cars  in  1974.  They  state  that  their  equipment 
is  too  large  to  be  shipped  intact  via  truck. 

Armour-Dial,  Inc.,  which  generated  339  carloads  of 
freight  in  1973,  stated  that  switching  to  motor  carriers 
would  not  be  economically  feasible.  They  would  have  to 
close  down  their  plant,  thereby  losing  a  great  deal  of 


GLADSTONE  BRANCH.  EL 


%  SUMMIT 


EL  to  Newark  and  Hoboken 


Millington  MP  30.0  *• 

Rahway  Valley  RR  to  Roselle 


GLADSTONE 
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investment  capital  and  decreasing  land  values  in  the 
Berkeley  Heights  area. 

Information  for  Line  Retention  Decision 

Revenue  received  by  EL - $332,  221 

Average  revenue  per  carload -  $377 

Variable-  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line -  1 54,  343 

Cost  of  upgrading  branch  line  to  FRA  Class 

I:  (1/10  of  total  upgra ding  cost) -  0 

Cost  incurred  beyond  the  branch  line -  209,  879 

Total  variable  (avoidable)  cost -  264,  222 

Net  contribution :  total -  67, 999 

Average  per  carload -  77 

1  Excludes  maintenance  and  ownership  costs  due  to  use  of  the  line  for 
commuter  service. 

This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.) 

Although  service  to  the  entire  line  generates  a  con¬ 
tribution,  service  to  the  line  from  milepost  30.0  to  mile¬ 
post  42.3  (serving  shippers  at  Lyons,  Bemardsville, 
Mine  Brook,  Far  Hills-Bedminster,  Peapack  and  Glad¬ 
stone,  who  generated  108  carloads  in  1973)  would  gen¬ 
erate  $38,935  in  revenue  and  $45,546  in  costs  with  a 
resulting  loss  of  $6,611  or  $61  per  carload. 

Recommendation 

It  is  recommended  that  freight  service  continue  to 
be  provided  over  the  portion  of  the  Gladstone  Branch 
from  Milepost  20.0  to  Milepost  30.0  by  a  solvent  carrier 
(see  the  Preliminary  System  Plan,  Volume  I,  Chapter 
3,  The  Regional  Rail  System).  If  this  service  is  not 
assumed  by  a  solvent  carrier,  it  is  recommended  that  it 
be  assumed  by  the  MARC-EL  System  or  the  ConRail 
System. 

Preliminary  Recommendation 

It  is  not  recommended  that  freight  service  be  pro¬ 
vided  over  that  portion  of  the  Gladstone  Branch  from 
Milepost  30.0  to  Milepost  42.3  by  the  MARC-EL  Sys¬ 
tem  or  the  ConRail  System.  Continued  operation  of  this 
line  would  require  a  rail  service  continuation  subsidy. 
Under  1973  traffic,  revenue  and  cost  levels,  this  line  gen¬ 
erates  an  annual  excess  financial  burden  amounting  to 
$4,971,  or  $46  per  carload.  Recovery  of  costs  would 
require  approximately  a  42-percent  increase  in  traffic  or 
a  13-percent  rate  increase  over  the  1973  levels.  Passenger 
service  is  not  affected  by  this  recommendation. 


MONTCLAIR  BRANCH 
USRA  Line  No.  1205 
Erie  Lackawanna 

EL  to  Great  Notch  and  Denville 

y 
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Hoboken 


(ROSEVILLE  AVENUE) 


EL  to  Newark  and  Hoboken 

The  Montclair  Branch  extends  from  Newark  ( Rose¬ 
ville  Avenue )  (Milepost  9.0)  to  Montclair ,  N.J.  (Mile¬ 
post  13.2),  a  distance  of  miles,  in  Essex  County,  N.J. 
This  line  connects  witli  the  EL  Morris  &  Essex  Branch 
at  Newark  (Roseville  Avenue),  part  of  which  is  also 
under  study  in  this  Report.  At  Bloomfield,  it  crosses 
under  the  Orange  Branch  of  the  EL,  a  portion  of  which 
is  also  under  study  in  this  Report.  Montclair  is  also 
served  by  the  EL’s  Boonton  Line.  This  line  was  not  de¬ 
scribed  as  potentially  excess  in  the  U.S.  DOT  Report 
(see  Zone  60). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 

Ampere  _  429 

Watsessing  Avenue _  0 

Glen  Ridge _  0 

Montclair  _  0 

Bloomfield 1 _  382 

Total  carloads  generated  by  the  line _  811 

Average  carloads  per  week -  15. 6 

Average  carloads  per  mile _ : _ 193. 1 

Average  carloads  per  train _  5. 2 

1973  operating  information : 

Number  of  round  trips  per  year _  156 

Estimated  time  per  round  trip  (hours) _  2.0 

Locomotive  horsepower _ 1. 000 

Train  crew  size _  4 

1  Includes  only  traffic  on  this  segment. 

Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 


15 


21420 


FEDERAL  REGISTER 


1205,  1206 

Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transpor¬ 
tation’s  Rail  Service  Report.’* 

\ 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL -  $331 . 750 

Average  revenue  i»er  carload -  $409 

Variable  (avoidable)  cost  of  continued 
service: 

Cost  incurred  on  the  branch  line1 _  33,506 

Cost  of  upgrading  branch  line  to  FRA  Class 

I :  (1/10  of  total  upgrading  cost ) _  0 

Cost  incurred  beyond  the  branch  line _  184,  394 

Total  variable  (avoidable)  cost _  217,900 

Net  contribution:  total _  113,850 

Average  per  carload _ _ _  140 


1  Excludes  maintenance  and  ownership  costs  due  to  the  use  of  this 
line  for  commuter  services. 

This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has 
a  maximum  safe  operating  speed  of  10  m.p.h.). 

Recommendation 

It  is  recommended  that  freight  service  continue  to 
be  provided  over  the  Montclair  Branch  by  a  solvent 
carrier  (see  the  Preliminary  System  Plan,  Volume  I, 
Chapter  3,  The  Regional  Rail  System).  If  this  service 
is  not  assumed  by  a  solvent  carrier,  it  is  recommended 
that  it  be  assumed  by  the  MARC-EL  System  or  the 
ConRail  System. 

PORTION  OF  ORANGE  BRANCH 
U5RA  Line  No.  7206 
Erie  Lackawanna 


New  Jersey 

This  portion  of  the  Orange  Branch  extends  from 
Bloomfield  (Milepost  10.0)  to  I  Vest  Orange,  N  J .  (Mile¬ 
post  12.7),  a  distance  of  2.7  miles ,  in  Essex  County,  N.J. 

This  line  continues  eastward  from  Bloomfield  to  For¬ 
est  Hill.  At  Bloomfield  it  passes  over  the  EL’s  Montclair 
Branch,  also  under  study  in  this  Report. 

This  line  was  described  as  potentially  excess  in  the 
U.S.  DOT  Report  (see  Zone  60). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


East  Orange _  155 

West  Orange _  118 

Total  carloads  generated  by  the  line _  273 

Average  carloads  per  week _  5.  2 

Average  carloads  per  mile _ _ _  101. 1 

Average  carloads  i*er  train _ ! _  2.  6 

1973  operating  information: 

Number  of  round  trips  per  year _  104 

Estimated  time  per  round  trip  (hours) _  2.0 

Locomotive  horsepower _ _ 1,  000 

Train  crew  size _ 4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion's  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $91, 118 

Average  revenue  per  carload _  $334 

Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _ _ _  37,  328 

Cost  of  upgrading  branch  line  to  FRA  Class 

I :  (1/10  of  total  upgrading  cost) _  0 

Cost  incurred  beyond  the  branch  line _  72,  570 

Total  variable  (avoidable)  cost _  109,  898 


Net  contribution  (loss)  :  total _  (18,780) 

Average  per  carload _  (69) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Bloomfield  traffic  will  continue  to  receive  service. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Orange 
Branch  be  included  in  the  MARC-EL  System  or  the 
ConRail  System.  Continued  operation  of  this  line  would 
require  a  rail  service  continuation  subsidy.  Under  1973 
traffic,  revenue  and  cost  levels,  this  line  generates  an 
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annual  excess  financial  burden  amounting  to  $18,780,  or 
$69  per  carload.  Recovery  of  costs  would  require  ap¬ 
proximately  a  100-percent  increase  in  traffic  or  a  20- 
percent  rate  increase  over  the  1973  levels.  Although 
costs  may  be  reduced  by  reducing  the  frequency  of 
service,  this  alone  will  not  make  the  line  financially 
self-sufficient. 

CALDWELL  BRANCH 
USRA  Line  No.  1207 
Erie  Lackawanna 

EL  to  Denville 


NV 


Morristown  &  Erie  RR  to  Morristown 


The  Caldwell  Branch  extends  from  Great  Notch 
(Milepost  16.5)  to  Essex  Fells ,  NJ.  (Milepost  22.5),  a 
distance  of  6.0  miles ,  in  Passaic  and  Essex  Counties, 
N.J.  This  line  connects  with  the  EL’s  Boonton  Line  at 
Great  Notch  and  with  the  Morristown  &  Erie  RR  at 
Essex  Fells.  This  line  was  not  described  as  potentially 
excess  in  the  U.S.  DOT  Report  (see  Zone  60). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


.  Overbrook  _ _  2 

Verona _  36 

Caldwell  _ _ 37 

Essex  Fells1 _  1 


Total  carloads  generated  by  the  line _  75 

Average  carloads  per  week _  1.  4 

Average  carloads  per  mile _  12.  2 

Average  carloads  per  train _  3.  0 

1973  operating  information : 

Number  of  round  trips  per  year _  24 

Estimated  time  per  round  trip  (hours) _ _ _  2.6 

Locomotive  horsepower _ 1, 000 

Train  crew  size _  4 


1  Excludes  traffic  Interchanged  with  the  Morristown  k  Erie  RR. 

% 

Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 


1206,  1207,  1208 

“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $27,  489 

Average  revenue  per  carload _  $377 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  45, 184 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 

cost)  _  0 

Cost  incurred  beyond  the  branch  line _  20, 152 


Total  variable  (avoidable)  cost _  65, 336 


Net  contribution  (loss) :  total _  (37,847) 

Average  per  carload -  (518) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Traffic  now  interchanged  with  the  Morristown  &  Erie 
RR  at  Essex  Fells  will  be  handled  at  Morristown  (see 
line  No.  1203). 

Preliminary  Recommendation 

It  is  not  recommended  that  the  Caldwell  Branch  be 
included  in  the  MARC-EL  System  or  the  ConRail  Sys¬ 
tem.  Continued  operation  of  this  line  would  require  a 
rail  service  continuation  subsidy.  Under  1973  traffic, 
revenue  and  cost  levels,  this  line  generates  an  annual 
excess  financial  burden  amounting  to  $37,847,  or  $518 
per  carload.  Recovery  of  costs  would  require  approxi¬ 
mately  a  fivefold  increase  in  traffic  or  a  135-percent  rate 
increase  over  the  1973  levels. 


GREENWOOD  LAKE  SPUR 
USRA  Une  No.  1208 
Erie  Lackawanna 
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The  Greenwood  Lake  Spur  extends  from  Mountain 
View  (Milepost  21.4)  to  Pompton  Junction,  N.J.  (Mile¬ 
post  28.1),  a  distance  of  6.7  miles ,  in  Passaic  and  Morris 
Counties,  N.J.  This  line  connects  with  the  EL’s  Boonton 
Line  and  Totowa  Industrial  Spur  at  Mountain  View, 
and  with  the  New  York,  Susquehanna  &  Western  HR 
at  Pompton  Junction.  This  line  was  described  as  poten¬ 
tially  excess  in  the  U.S.  DOT  Report  (see  Zone  66). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Wayne _  200 

Pequannock _  112 

Pompton  Plains _  26 

Pompton-Riverdale _  79 

Pompton  Junction _  0 


Total  carloads  generated  by  the  line -  417 

Average  carloads  per  week -  8.  0 

Average  carloads  per  mile -  62.  2 

Average  carloads  per  train -  4. 0 

1973  operating  information : 

Number  of  round  trips  per  year -  104 

Estimated  time  per  round  trip  (hours) -  3.  0 

Locomotive  horsepower - 1,  000 

Train  crew  size -  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
one  company,  Morris  Industries,  has  paid  the  railroad 
over  $200,000  during  the  last  3  years.  This  company  re¬ 
ceives  11,000  tons  per  year,  and  would  have  to  acquire  a 
special  highway  permit  (limited  to  daytime  transport) 
in  order  to  ship  their  50-foot  long  domestic  pipe  com¬ 
modity.  The  extra  costs  incurred  would  average  $5  per 
ton.  and  Morris  Industries  would  be  required  to  expand 
their  truck  fleet  and  personnel.  Ber  Plastics,  Inc.  re¬ 
ceived  8  million  pounds  of  polyethylene  resin  in  1974, 
while  Dart  Industries  received  four  to  five  hopper  cars 
per  month  that  year.  Mrs.  Thomas  H.  Dawbeldn,  a 
concerned  citizen,  expressed  the  need  for  track  improve¬ 
ments,  as  frequent  derailments  endanger  the  community 
because  of  the  flammable  commodities  being  transported 
(chemicals  and  explosives)  within  that  area. 

Information  for  Line  Retention  Decision 


Revenue  received  by  El _  $229.  391 

Average  revenue  per  carload _  $550 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  70,  761 


Cost  of  upgrading  branch  line  to  FRA 


New  Jersey 

Class  I:  (1/10  of  total  upgrading 


cost) _  0 

Cost  incurred  beyond  the  branch  line _  $128,  962 

Total  variable  (avoidable)  cost _  $199,723 

Net  contribution :  total _  29,  668 

Average  per  carload _  71 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Recommendation 

It  is  recommended  that  the  Greenwood  Lake  Spur  be 
included  in  the  system  of  a  solvent  carrier  (see  the  Pre¬ 
liminary  System  Plan,  Volume  I,  Chapter  3,  The  Re¬ 
gional  Rail  System).  If  this  line  is  not  assumed  by  a 
solvent  carrier,  it  is  recommended  that  it  be  included 
in  the  MARC-EL  System  or  the  ConRail  System. 

CHESTER  BRANCH 
U5RA  Line  No.  1210 
Erie  Lackawanna 

EL  to  Scranton.  Pa. 


The  Chester  Branch  extends  from  Chester  Junction 
(Milepost  41.3)  to  Succasunna ,  N.J.  (Milepost  45.0), 
a  distance  of  3.7  miles ,  in  Morris  County,  N.J.  This  line 
connects  with  the  EL  Dover- Scranton  line  at  Chester 
Junction,  with  the  CNJ  Lake  Hopatcong  Branch  at 
Lake  Junction  and  the  CNJ  High  Bridge  Branch  at 
Ferremont  Junction.  Portions  of  the  two  CNJ  lines  are 
also  under  study.  This  line  was  described  as  potentially 
excess  in  the  U.S.  DOT  Report  (see  Zone  60). 
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Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line : 


Kenvil _  2 

Succasunna _  274 

•  Randolph _ 10* 

Total  carloads  generated  by  the  line -  380 

Average  carloads  per  week -  7. 3 

Average  carloads  per  mile - 102.  7 

Average  carloads  per  train -  3.  7 

1973  operating  information : 

Number  of  round  trips  per  year - 104 

Estimated  time  per  round  trip  (hours) -  2. 0 

Locomotive  horsepower _ _ _ 1,  600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.”  " 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $152, 621 

Average  revenue  per  carload _  $402 

Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line _  43,  812 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 

cost) _  0 

Cost  incurred  beyond  the  branch  line _ 121, 173 

Total  variable  (avoidable)  cost _  164,  985 

Net  contribution  (loss)  :  total _  (12,364) 

Average  per  carload _  (33) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Although  service  to  this  line  generates  a  loss,  a  40- 
percent  growth  in  traffic  or  an  8-percent  rate  increase 
would  make  this  portion  of  the  line  financially  self- 
sufficient. 

Recommendation 

It  is  recommended  that  the  Chester  Branch  be  in¬ 
cluded  in  the  system  of  a  solvent  carrier  (see  the  Pre¬ 
liminary  System  Plan,  Volume  I,  Chapter  3,  The  Re¬ 
gional  Rail  System).  If  this  line  is  not  assumed  by  a 
solvent  carrier,  it  is  recommended  that  it  be  included 
in  the  MARC-EL  System  or  the  ConRail  System. 
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PORTION  OF  WASHINGTON-PHILLIPSBURG  LINE 
U5RA  Line  No.  1212 
Erie  Lackawanna 


EL  fc>  Port  Horn*  Junction 


PC  to  Trenton 


This  portion  of  the  Washington-to-Phillipsburg  Line 
extends  from  Washington  (Milepost  66.5)  to  PhUlips- 
hurg ,  N.J.  (Milepost  80.3),  a  distance  of  13.8  miles ,  in 
Warren  County,  N.J.  This  line  continues  eastward  to 
Port  Morris  Junction  from  Washington.  At  Phillips- 
burg,  it  connects  with  the  PC  Belvidere-Delaware 
Branch,  the  Lehigh  &  Hudson  River  Ry  and  the  Cen¬ 
tral  RR  of  New  Jersey,  all  also  under  study,  and  with 
the  Lehigh  Valley  RR.  This  line  was  not  described  as 
potentially  excess  in  the  U.S.  DOT  Report  (see  Zone 
69). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Broadway _  0 

New  Village -  2 

Stewartsville  _  9 

Total  carloads  generated  by  the  line _  11 

Average  carloads  per  week - . -  0. 2 

Average  carloads  per  mile _  0. 8 

Average  carloads  per  train _  0. 5 

1973  operating  information : 

Number  of  round  trips  per  year _  22 

Estimated  time  per  round  trip  (hours) _  2. 5 

Locomotive  horsepower _ 1, 600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  revealed  that 
abandonment  of  Phillipsburg-to-Netcong  line  would 
force  the  Ingereoll  Rand  Co.  to  relocate  and  lay  off  300 
people.  Mobile  Chemical  Co.  in  Washington  would  have 
to  dismiss  250  employees,  as  it  would  take  six  times  as 
many  trucks  to  ship  their  polyethylene  commodity  as 
rail  cars.  M&M/MARS  Candy  Co.  recently  invested 
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$40,000  to  adapt  receiving  facilities  to  handle  carloads 
of  sugar.  Reichold  Chemicals  owns  two  side-tracks  at 
Rockport  and  leases  500  feet  of  storage  track  from  EL. 
This  company  also  owns  19  jumbo  hopper  cars  and  is 
paying  the  railroad  $1.5  million  for  freight  hauling. 
Traffic  data  from  EL  representative  John  N.  Bissell 
acknowledges  500  carloads  annually  on  this  line;  but 
New  Jersey  DOT  expects  1,073  carloads  in  1974. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $2,  310 

Average  revenue  per  carload -  $210 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line -  100,  627 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  (1/10  of  total  upgrading  cost )  0 

Cost  incurred  beyond  the  branch  line _  1,  720 


Total  variable  (avoidable)  cost -  102,347 


Net  contribution  (loss) :  total _ _ _ (100,037) 

Average  per  carload _  (9, 004) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.) . 

Traffic  generated  at  Washington  and  Phillipsburg 
will  continue  to  receive  service. 


New  Jersey 


K 


EL  to  Suffern 

^  —  —  —  —  — d>—  “  “ 

Spring  Valley 


EL  to  Thiells 

NANUET  JUNCTION 


EL  to  Soarkill 


PORTION  OF  THE  NEW  JERSEY  & 
NEW  YORK  RR,  EL  \ 


12.2  miles 


4 


NORTH  HACKENSACK  MP  16.0 


North  Hackensack 


•  I  Hackensack 

New  York,  Susquehanna  &  Western!  *  *••• 

RR  to  Sparta  Junction  |  \  NYS  ft W  RR  to  Edgewater 

I  EL  to  Hoboken 


Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Wash- 
ington-to- Phillipsburg  Line  be  included  in  the  MARC¬ 
EL  System  or  the  ConRail  System.  Continued  opera¬ 
tion  of  this  line  would  require  a  rail  service  con¬ 
tinuation  subsidy.  Under  1973  traffic,  revenue  and  cost 
levels,  this  line  generates  an  annual  excess  financial 
burden  amounting  to  $100,037,  or  $9,094  per  carload. 
Recovery  of  costs  would  require  approximately  a  one 
hundred  seventy  fold  increase  in  traffic  or  a  4,330- percent 
rate  increase  over  the  1973  levels. 


PORTION  OF  NEW  JERSEY  &  NEW  YORK 
RAILROAD 

USRA  Line  No.  1215 
Erie  Lackawanna 

This  portion  of  the  New  Jersey  &  New  York  Railroad 
extends  from  North  Hackensack ,  N.J.  (Milepost  16.0) 
to  Nanuet  Junction ,  N.Y.  (Milepost  28.2),  a  distance  of 
12$  miles ,  in  Bergen  County,  N.J.,  and  Rockland  Coun¬ 
ty,  N.Y.  This  line  connects  with  the  EL  Piermont 


Branch  (a  portion  of  which  is  also  under  study  in  this 
Report)  at  Nanuet  Junction.  At  North  Hackensack,  it 
continues  south  to  Hoboken.  This  line  was  described  as 
potentially  excess  in  the  U.S.  DOT  Report  except  for 
the  portion  in  New  York  (see  Zones  58  and  60). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


River  Edge -  0 

New  Milford - : _  0 

Oradell -  1 

Westwood _ ' _  4 

Hillsdale  _  13 

Hillsdale  Manor _  0 

Wood  cliff  Lake _  6 

Park  Ridge _  40 

Montvale _  1 

Pearl  River -  724 

Nanuet -  13 


Total  carloads  generated  by  the  line -  802 

Average  carloads  per  week -  16. 4 

Average  carloads  per  mile - „ -  66.  7 

Average  carloads  per  train -  3.  2 

1973  operating  information : 

Number  of  round  trips  per  year -  260 

Estimated  time  per  round  trip  (hours) -  5.  0 

Locomotive  horsepower - 1,  600 

Train  crew  size _  4 
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Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
there  are  six  passenger  trains  operating  daily  in  each 
direction  and  that  no  alternative  rail  lines  exist  for 
shippers  on  the  north  end  of  the  line. 

At  the  most  recent  RSPO  hearings  held  in  March 
1975,  Mr.  Donald  H.  Benoit  reported  that  Lederle 
Laboratories  generates  650  carloads  annually  at  Pearl 
River. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL - - - $427, 296 

Average  revenue  per  carload _ • _  $533 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line 1 _  82, 576 


21425 

1215 

Cost  of  upgrading  branch  line  to  FRA 


Class  I :  (1/10  of  total  upgrading  cost)__  0 

Cost  incurred  beyond  the  branch  line _ $278,  248 

Total  variable  (avoidable)  cost _  $360,824 

Net  contribution :  total _  66, 472 

Average  per  carload _  83 


1  Excludes  maintenance  and  ownership  costs  due  to  use  of  the  line  for 
commuter  services. 

This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has 
a  maximum  safe  operating  speed  of  10  m.p.h.). 

Recommendation 

It  is  recommended  that  freight  service  continue  to  be 
provided  over  this  portion  of  the  New  Jersey  &  New 
York  Railroad  by  a  solvent  carrier  (see  the  Preliminary 
System  Plan,  Volume  I,  Chapter  3,  The  Regional  Rail 
System).  If  this  service  is  not  assumed  by  a  solvent 
carrier,  it  is  recommended  that  it  be  assumed  by  the 
MARC-EL  System  or  the  ConRail  System. 
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NEW  YORK 


USRA 
line  number 

Termini 

1213  1 

Intrastate 

New  York 

Nanuet  Junction  to  Spring  Valley 

1214 

Spring  Valley  to  Tallmans 

1217 

Greycourt  to  Newburgh 

1219 

Campbell  Hall  Junction  to  Montgomery 

1220 

Middletown  to  Fair  Oaks 

1221 

Crawford  Junction  to  Pine  Bush 

1233 

Fulton  to  Oswego 

1239 

Bath  to  Wayland 

1240 

North  Alexander  to  Avon 

1241 

Avon  to  Rochester 

1242 

Depew  Junction  to  Lancaster 

1243 

Lockport  to  Lowertown 

1244 

River  Junction  to  Cuba  Junction 

1246 

Buffalo  (BC  Junction)  to  Dayton 

1247 

Dayton  to  Dunkirk 

1248 

Dayton  to  Waterboro 

1250 

Salamanca  to  Cattaraugus 

Interstate 

New  Jersey— New  York  (this  line  is  discussed  under 
New  Jersey) 

1215 1  North  Hackensack,  N.J.  to  Nanuet  Junction, 

N.Y. 

New  York— Pennsylvania 

1251  Carrollton,  N.Y.  to  Lewis  Run,  Pa. 

1255  Niobe  Junction,  N.Y.  to  Corry  (CM  Junction), 

Pa.  (via  Bear  Lake) 

Analysis  covers  freight  service  only  (excludes  commuter  operations). 


PORTION  OF  PIERMONT  BRANCH 
USRA  Line  No.  1213 


Erie  Lackawanna 


EL  to  Suffern 


SPRING  VALLEY 
PORTION  OF  PIERMONT  BRANCH,  EL 


1  EL  to  Thiel  I  s 

\ 

I  Woodbine 

Q  EL  to  Sparkill 

•  2.5  miles  ^ 


/ 


NANUET  JUNCTION 


EL  to  North  Hackensack 
and  Hoboken,  N.J. 


This  portion  of  the  Piermont  Branch  extends  from 
Nanuet  Junction  (Milepost  9.0)  to  Spring  Valley . 
N.Y.  (Milepost  11.5),  a  distance  of  2.5  miles ,  in  Rock¬ 
land  County,  N.Y.  This  line  continues  eastward  from 
Nanuet  Junction  to  Sparkill  and  westward  from 
Spring  Valley  to  Tallmans,  the  latter  portion  also  be¬ 
ing  under  study  in  this  report.  At  Spring  Valley  and 
Nanuet  Junction  the  line  connects  with  portions  of  the 
EL’s  New  Jersey  &  New  York  RR,  also  under  study. 
This  line  was  described  as  potentially  excess  in  the  U.S. 
DOT  Report  (see  Zone  58). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Nanuet  Junction _  0 

Smith’s  Switch _  0 

Spring  Valley _  101 


Total  carloads  generated  by  the  line _ •  101 

Average  carloads  per  week _  1.  9 

Average  carloads  per  mile _ _  40.  4 

Average  carloads  per  train _ .*. _  1. 9 

1973  operating  information : 

Number  of  round  trips  per  year _  52 

Estimated  time  per  round  trip  (hours) _  1.0 

Locomotive  horsepower _ 1, 600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  by  the  West 
Hudson  Environmental  Association  indicated  that  the 
entire  Orangeburg-Suffern  line  was  an  integral  part  of 
the  business  life  of  the  community,  and  the  loss  of  rail 
service  would  be  fatal  to  the  economy. 

Beckerle  Lumber  and  Supply  Co.,  which  shipped 
50  carloads  in  1973 — with  expectations  of  a  15-per¬ 
cent  increase  in  rail  usage  in  1974 — stated  that  their 
yard  layout  and  traffic  patterns  were  built  to  accom¬ 
modate  rail  transport.  Their  commodities  are  too  heavy 
for  the  usage  of  alternate  transportation  and  there  is 
no  other  means  to  receive  materials  from  the  Pacific 
Northwest. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $41,  538 

Average  revenue  per  carload _  $411 

Variable  (avoidable)  cost  of  continued  Serv-' 
ice :  Cost  incurred  on  the  branch  line 1 _  6,  717 

See  footnote  at  end  of  table. 
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Cost  of  upgrading  branch  line  to  FRA  Class  I : 


(1/10  of  total  upgrading  cost) -  0 

Cost  incurred  beyond  the  branch  line - $28, 143 

Total  variable  (avoidable)  cost - $34,860 

Net  contribution :  total -  6,  678 

Average  per  carload -  66 


1  Excludes  maintenance  and  ownership  costs  due  to  the  use  of  the 
line  for  commuter  services. 

This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h. ) . 

Recommendation 

It  is  recommended  that  freight  service  continue  to  be 
provided  over  this  portion  of  the  Piermont  Branch  by 
a  solvent  carrier  (see  the  Preliminary  System  Plan, 
Volume  I,  Chapter  3,  The  Regional  Rail  System).  If 
this  service  is  not  assumed  by  a  solvent  carrier,  it  is 
recommended  that  it  be  assumed  by  the  MARC-EL 
System  or  the  ConRail  System. 


PORTION  OF  PIERMONT  BRANCH 


New  York 


Average  carloads  per  week _  0. 04 

Average  carloads  per  mile _ _  0. 4 

Average  carloads  per  train _  0. 6 

1973  operating  information : 

Number  of  round  trips  per  year _  4 

Estimated  time  per  round  trip  (hours) _  3.0 

Locomotive  horsepower _ 1,  600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transpor¬ 
tation’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $721 

Average  revenue  per  carload _  $361 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  Incurred  on  the  branch  line _  36,  739 

Cost  of  upgrading  branch  line  to  FRA 
Class  I :  (1/10  of  total  upgrading  cost).  0 

Cost  incurred  beyond  the  branch  line _ '  780 


U5RA  Line  No.  1214 
Erie  Lackawanna 
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|  and  Hoboken.  N.J. 


Nanuet  Junction 


^-EL  to  North  Hackensack 
and  Hoboken.  N.J. 


This  portion  of  the  Piermont  Branch  extends  from 
Spring  Valley  (Milepost  11.5)  to  T oilmans, N.Y.  (Mile¬ 
post  16.5),  a  distance  of  5.0  miles ,  in  Rockland  County, 
N.Y.  This  line  continues  eastward  from  Spring  Valley 
to  Nanuet  Junction  and  westward  from  Tallmans  to 
Suffern,  the  former  portion  also  being  under  study  in 
this  report.  At  Spring  Valley  the  line  connects  with  the 
EL’s  New  Jersey  &  New  York  RR,  also  under  study. 
This  line  was  described  as  potentially  excess  in  the  U.S. 
DOT  Report  (see  Zone  58). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line : 

Monsey _  2 

Total  carloads  generated  by  the  line _  2 


Total  variable  (avoidable)  cost _  37,519 

Net  contribution  (loss)  :  total _  (36,  798) 

Average  per  carload _  (18,399) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has 
a  maximum  safe  operating  speed  of  10  m.p.h.). 

This  line  is  required  for  the  efficient  provision  of 
local  freight  service  to  the  New  Jersey  &  New  York 
R.R.  line  from  Jersey  City  to  Spring  Valley,  the  Pier¬ 
mont  Branch  from  Tallmans  to  Suffern,  and  the  line 
from  Suffern  to  Hoboken. 

Recommendation 

It  is  recommended  that  this  portion  of  the  Piermont 
Branch  be  included  in  the  system  of  a  solvent  carrier 
(see  the  Preliminary  System  Plan,  Volume  I,  Chapter 
3,  The  Regional  Rail  System) .  If  this  line  is  not  assumed 
by  a  solvent  carrier,  it  is  recommended  that  it  be  in¬ 
cluded  in  the  MARC-EL  System  or  the  ConRail  System. 

NEWBURGH  BRANCH 
USRA  Line  No.  1217 
Erie  Lackawanna 

The  Newburgh  Branch  extends  from  Oreycourt 
(Milepost  0)  to  Newburgh,  N.Y.  (Milepost  19.1),  a  dis- 
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EL  to  Montgomery 


Newburgh  Junction 


l  *HR  to  I  EL  to  Suffem.  N.Y. 

Phiilipsburg,  N.J.  I  »,d  Hoboken.N.J. 

I 

tance  of  19.1  miles ,  in  Orange  County,  N.Y.  At  New¬ 
burgh,  this  line  connects  with  the  River  Line  of  the  PC, 
also  under  study.  At  Greycourt,  it  connects  with  the  EL 
Hoboken-Port  Jervis  line  and  the  Lehigh  &  Hudson 
River  Ry ;  the  latter  is  also  under  study.  This  line  was 
described  as  potentially  excess  in  the  U.S.  DOT  Report 
except  for  the  portion  between  Vail’s  Gate  and  New¬ 
burgh  (see  Zone  56). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Blooming  Grove _ - _  3 

Washingtonville _ 14 

Salisbury  Mills _  1 

Vail’s  Gate _  406 

Vail’s  Gate  Junction _ 0  ' 

New  Windsor _  275 

West  Newburgh _ 7 

Newburgh  _  630 


Total  carloads  generated  by  the  line _ 1,334 

Average  carloads  per  week _ - _  25.  7 

Average  carloads  per  mile _  69.  8 

Average  carloads  per  train _  8.  6 

1973  operating  information : 

Number  of  round  trips  per  year _  156 

Estimated  time  per  round  trip  (hours) _ _ _  12.0 

Locomotive  horsepower _ 1,  000 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  revealed  that 
this  area  has  been  classified  as  economically  depressed 
with  an  unemployment  rate  of  9  percent.  If  rail  service 
were  discontinued  only  2  of  the  16  shippers  would  be 
able  to  use  piggy-back  service,  1  company  would  be 


1217,  1219 

forced  to  relocate,  10  companies  would  switch  to  truck 
transport,  and  there  could  be  a  loss  of  1,500  jobs. 

The  Railway  Committee  of  the  Greater  Newburgh 
Chamber  of  Commerce  complained  of  the  poor  Erie- 
Lackawanna  service,  and  the  reduction  in  pick-up  and 
deliveries  from  5  days  per  week  to  only  3  days  per  week. 

At  the  most  recent  RSPO  hearings  held  in  March 
1975,  it  was  reported  that  Brotherhood  Winery  received 
10  carloads  in  1973  at  Washingtonville  and  Agway  re¬ 
ceived  6  carloads  in  1973  at  Middletown. 

Information  for  Lino  Retention  Decision 


Revenue  received  by  EL _ $666,  230 

Average  revenue  per  carload -  $492 


Variable  (avoidable)  cost  of  continued 
service: 

Cost  incurred  on  the  branch  line -  250, 712 

Ooet  of  upgrading  branch  line  to  FRA 
Glass  I:  (1/10  of  total  upgrading 

cost) _ _ _  0 

Cost  incurred  beyond  the  branch  line -  455,  323 


Total  variable  (avoidable)  cost _  706,  035 


Net  contribution  (loss) :  total -  (49,805) 

Average  per  carload -  (37) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Although  service  to  this  line  generates  a  loss,  a  25-per¬ 
cent  growth  in  traffic  or  an  8-percent  rate  increase  would 
make  this  portion  of  the  line  financially  self-sufficient. 

Recommendation 

It  is  recommended  that  the  Newburgh  Branch  be  in¬ 
cluded  in  the  system  of  a  solvent  carrier  (see  the  Pre¬ 
liminary  System  Plan,  Volume  I,  Chapter  3,  The 
Regional  Rail  System).  If  this  line  is  not  assumed  by  a 
solvent  carrier,  it  is  recommended  that  it  be  included  in 
the  MARC-EL  System  or  the  ConRail  System. 

\  - 

PORTION  OF  MONTGOMERY  BRANCH 
USRA  Line  No.  1219 
Erie  Lackawanna 

This  portion  of  the  Montgomery  Branch  extends  from 
Campbell  Hall  Junction  (Milepost  5.8)  to  Montgomery, 
N.Y.  (Milepost  10.5) ,  a  distance  of  J.7  miles ,  in  Orange 
County,  N.Y.  At  Campbell  Hall  Junction,  the  line  con¬ 
tinues  south  to  MQ  Junction.  It  connects  at  Campbell 
Hall  Junction  with  the  PC’s  Maybrook  Branch,  also 
under  study.  This  line  was  described  as  potentially  ex¬ 
cess  in  the  U.S.  DOT  Report  (see  Zone  56). 
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Trcffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line : 


Montgomery  -  30 

Campbell  Hall  Junction -  0 


Total  carloads  generated  by  the  line -  30 

Average  carloads  per  week -  0.6 

Average  carloads  per  mile -  6.  4 

Average  carloads  per  train -  0.  6 

1973  operating  information : 

Number  of  round  trips  per  year - - -  52 

Estimated  time  per  round  trip  (hours) -  1.3 

Locomotive  horsepower - 1, 000 

Train  crew  size -  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
the  Brescian  Lumber  Co.  shipped  44  carloads  in  1972 
and  38  carloads  in  1973. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $11, 510 

Average  revenue  per  carload -  $384 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  33, 859 

Cost  of  upgrading  branch  line  to  FRA 
Class  I :  ( 1/10  of  total  upgrading  cost )  0 

Cost  incurred  beyond  the  branch  line..  11,  071 


Total  variable  (avoidable)  cost _  44,930 


Net  contribution  (loss)  :  total _  (33,420) 

Average  per  carload _  (1,114) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 


Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Mont¬ 
gomery  Branch  be  included  in  the  MARC-EL  System 
or  the  ConRail  System.  Continued  operation  of  this 
line  would  require  a  rail  service  continuation  subsidy. 
Under  1973  traffic,  revenue  and  cost  levels,  this  line 
generates  an  annual  excess  financial  burden  amounting 
to  $33,420,  or  $1,114  per  carload.  Recovery  of  costs 
would  require  approximately  a  seventy-fivefold  increase 
in  traffic  or  a  290-percent  rate  increase  over  the  1973 
levels. 


PORTION  OF  CRAWFORD  BRANCH, 
NYO&W  BRANCH 

U5RA  Line  No.  7220 

Erie  Lackawanna 


Pine  Bush 
? 


This  portion  of  the  Crawford  Branch  and  the 
NYO&W  Branch  extend  from  Middletown  (Milepost 
0)  to  Fair  Oaks .  N.Y.  (Milepost  4.9),  a  distance  of  iJ9 
miles ,  in  Orange  County,  N.Y.  The  Crawford  Branch 
continues  north  at  Crawford  Junction  to  Pine  Bush. 
This  continuation  is  also  under  study  in  this  Report. 
At  Middletown,  this  line  connects  with  the  EL  Ho- 
boken-Port  Jervis-Binghamton  line  and  with  the  Mid¬ 
dletown  &  New  Jersey  Ry.  This  line  was  described  as 
potentially  excess  in  the  U.S.  DOT  Report  except  for 
the  portion  from  Crawford  Junction  to  Fair  Oaks, 
which  was  not  shown  (see  Zone  56) . 
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Traffic  and  Operating  Information 


PORTION  OF  CRAWFORD  BRANCH 


Stations  (with  their  1973  carloads)  served  by  this  line: 


Middletown 1 _  409 

Fair  Oaks _  0 


Total  carloads  generated  by  the  line -  409 

Average  carloads  per  week -  7. 9 

Average  carloads  per  mile -  83.  5 

Average  carloads  per  train -  3.  9 

1973  operating  information : 

Number  of  round  trips  per  year -  104 

Estimated  time  per  round  trip  (hours) _  3.0 

Locomotive  horsepower _ _ _ 1,  000 

Train  crew  size _  4 


1  Includes  only  traffic  on  this  segment.  Fair  Oaks  traffic  Is  billed  at 
Middletown. 

Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
the  growth  potential  of  this  line  is  almost  guaranteed 
as  the  Stewart  Airport  Complex  is  only  10  miles  west 
of  it.  Population  is  estimated  to  increase  111  percent 
and  employment  should  be  increased  by  56  percent  with¬ 
in  the  next  20  years. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $138, 918 

Average  revenue  per  carload _  $340 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice  : 

Coat  incurred  on  the  branch  line _  58, 991 

Cost  of  upgrading  branch  line  to  FRA 
Class  I :  (1/10  of  total  upgrading  cost)-  0 

Cost  incurred  beyond  the  branch  line _  83,  832 


Total  variable  (avoidable)  cost _  142,823 


Net  contribution  (loss)  :  total _  (3,905) 

Average  per  carload _  (9) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Although  service  to  this  line  generates  a  loss,  a  7  per¬ 
cent  growth  in  traffic  or  a  3  percent  rate  increase  would 
make  this  portion  of  the  line  financially  self-sufficient. 

Recommendation 

It  is  recommended  that  this  portion  of  the  Crawford 
Branch  and  the  NYO&W  Branch  be  included  in  the  sys¬ 
tem  of  a  solvent  carrier  (see  the  Preliminary  System 
Plan,  Volume  I,  Chapter  3,  The  Regional  Rail  System). 
If  this  line  is  not  assumed  by  a  solvent  carrier,  it  is  rec¬ 
ommended  that  it  be  included  in  the  MARC-EL  Sys¬ 
tem  or  the  ConRail  System. 
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This  portion  of  the  Crawford  Branch  extends  from 
Crawford  Junction  (Milepost  0)  to  Pine  Bush ,  N.Y. 
(Milepost  10.0),  a  distance  of  10.0  miles ,  in  Orange 
County,  N.Y.  At  Crawford  Junction,  the  line  continues 
southward  to  Middletown.  The  EL’s  NYO&W  Branch 
diverges  at  Crawford  Junction.  Both  these  lines  are 
also  under  study  in  this  Report.  This  line  was  described 
as  potentially  excess  in  the  U.S.  DOT  Report  (see  Zone 
56). 


Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Crawford  Junction -  0 

Circleville _ 0 

Bullville  _ _ * -  55 

Thompson  Ridge -  0 

Van  Keuren’s -  0 

Pine  Bush _  263 


Total  carloads  generated  by  the  line -  318 

Average  carloads  per  week -  6. 1 

Average  carloads  per  mile _  31.  8 

Average  carloads  per  train -  3. 1 

1973  operating  information : 

Number  of  round  trips  per  year - - -  104 

Estimated  time  per  round  trip  (hours) -  5.0 

Locomotive  horsepower _ 1,000 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
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reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  revealed  that 
the  VAW  Corp.,  which  shipped  225  carloads  in 
1972  and  216  carloads  in  1973,  would  have  utilized  the 
rail  facilities  more  if  it  were  not  for  car  shortages  and 
poor  service.  They  expect  to  triple  their  freight  traffic 
by  1990. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL -  $148,  282 

Average  revenue  per  carload -  $466 


Variable  (avoidable  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line -  99,  499 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 

cost)  _  0 

Cost  incurred  beyond  the  branch  line _  85, 044 

Total  variable  (avoidable)  cost -  184,543 


Net  contribution  (loss)  :  total -  (36,261) 

Average  per  carload _  ( 114 ) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h. ) . 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Craw¬ 
ford  Branch  be  included  in  the  MARC-EL  System  or 
the  ConRail  System.  Continued  operation  of  this  line 
would  require  a  rail  service  continuation  subsidy.  Under 
1973  traffic,  revenue  and  cost  levels,  this  line  generates 
an  annual  excess  financial  burden  amounting  to  $36,261, 
or  $114  per  carload.  Recovery  of  costs  would  require 
approximately  a  57-percent  increase  in  traffic  or  a  25- 
percent  rate  increase  over  the  1973  levels. 


PORTION  OF  SYRACUSE  BRANCH 
U5RA  Line  No.  1233 
Erie  Lackawanna 

This  portion  of  the  Syracuse  Branch  extends  from 
Fulton  (Milepost  295.8)  to  Oswego,  N.Y.  (Milepost 
307.2) ,  a  distance  of  11.4  miles ,  in  Oswego  County,  N.Y. 
From  Fulton,  the  line  continues  south  to  Syracuse.  At 
Oswego,  it  connects  with  the  PC’s  Ontario  Secondary 
Track  (also  under  study)  and  Phoenix  Branch.  This 
line  was  described  as  potentially  excess  in  the  U.S.  DOT 
Report  ( see  Zone  46 ) . 


New  York 
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Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Minetto  _  35 

Oswego -  284 


Total  carloads  generated  by  the  line _  319 

Average  carloads  per  week _  6. 1 

Average  carloads  per  mile _  28.  0 

Average  carloads  per  train _  3. 1 

1973  operating  information : 

Number  of  round  trips  per  year _  104 

Estimated  time  per  round  trip  ( hours ) _  6.  0 

Locomotive  horsepower _ 1,000 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  revealed  that 
the  Niagara  Mohawk  Co.  is  constructing  a  nuclear 
power  station  in  Oswego  and  will  need  rail  service  to 
transport  spent  nuclear  fuel  from  their  facility. 

At  the  most  recent  RSPO  hearings,  held  in  March 
1975,  a  report  submitted  by  the  New  York  State  Depart¬ 
ment  of  Agriculture  indicated  that  C&J  Farms,  the 
sole  agricultural  user  of  this  line,  received  32  carloads 
at  Oswego  in  1973. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL - $87, 190 

Average  revenue  per  carload -  $273 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line - 117, 119 
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Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 

cost)  _  0 

Cost  incurred  beyond  the  branch  line _  61,919 


Total  variable  (avoidable)  cost _  179,038 


Net  contribution  (loss)  :  total _  (91,848) 

Average  per  carload -  (288) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the 
Syracuse  Branch  be  included  in  MARC-EL  System  or 
the  ConRail  System.  Continued  operation  of  this  line 
would  require  a  rail  service  continuation  subsidy.  Under 
1973  traffic,  revenue  and  cost  levels,  this  line  generates 
an  annual  excess  financial  burden  amounting  to  $91,848, 
or  $288  per  carload.  Recovery  of  costs  would  require 
approximately  a  fourfold  increase  in  traffic  or  a  105- 
percent  rate  increase  over  the  1973  levels.  Although  costs 
may  be  reduced  by  reducing  the  frequency  of  service, 
this  alone  will  not  make  the  line  financially  self- 
sufficient. 


PORTION  OF  WAYLAND  BRANCH 
U5RA  Line  No.  7239 
Erie  Lackawanna 


This  portion  of  the  Way  land  Branch  extends  from 
Bath  (Milepost  289.6)  to  Wayland,  N.Y.  (Milepost 
311.7),  a  distance  of  22.1  miles,  in  Steuben  County,  N.Y. 
This  line  continues  southeastward  from  Bath  to  Com¬ 
ing.  At’  Bath  it  also  connects  with  the  Bath  &  Ham- 
mondsport  RR.  This  line  was  described  as  potentially 
excess  in  the  U.S.  DOT  Report  (see  Zone  52). 


Traffic  and  Operating  Information 


Stations  (with  their  1973  carloads)  served  by  this  line: 

Bath1 _ 70 

Kanona  _  36 

Avoca _  0 

Wallace _  56 

Cohocton  _  98 

Atlanta  _  10 

Wayland  _  340 


Total  carloads  generated  by  the  line _  606 

1  Includes  only  traffic  on  this  segment.  Traffic  generated  at  Avoca  Is 
billed  at  Bath. 

Average  carloads  per  week _  11.  6 

Average  carloads  per  mile _  27.  4 

Average  carloads  per  train _  11.  6 

1973  operating  information : 

Number  of  round  trips  per  year _  52 

Estimated  time  per  round  trip  (hours) _  6.0 

Locomotive  horsepower _ 1,600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secre¬ 
tary  of  Transportation’s  Rail  Service  Report”  revealed 
that  two  towns  located  on  this  line  (Wayland  and 
Avoca)  are  opposed  to  abandonment  because  of  the 
impact  on*  the  local  economy,  community  and  environ¬ 
ment.  Many  organizations  also  contest  the  DOT  sta¬ 
tistics  of  1972  because  of  the  flood  damage  resulting 
from  Hurricane  Agnes,  which  severely  hindered  the 
normal  production  rate  for  the  area. 

The  Gunlocke  Corp. — currently  employing  717 
people — plans  to  increase  personnel  to  more  than  1,000 
by  1976.  They  shipped  322  carloads  in  1973,  and  they 
expect  to  increase  this  to  700  carloads  by  1976. 

Widmer’s  Wine  Corp.  receives  most  of  its  incoming 
freight  from  the  West  Coast  in  tank  cars  and  it  an¬ 
ticipates  25  carloads  in  1974.  Metamora  Homes  also 
anticipates  an  increase  in  rail  usage  to  210  carloads 
in  1976. 

William  G.  Nelson,  chairman  of  the  Steuben  County 
Economic  Development  Commission,  protested  aban¬ 
donment  of  this  line  as  it  would  severely  hinder  the 
area’s  growth  rate.  ’ 

At  the  RSPO  hearing  in  March,  1975,  the  Gunlocke 
Co.  submitted  consolidated  shippers'  1973  traffic  data  for 
this  line  as  follows:  Wayland,  334  carloads;  Atlanta, 
13  carloads;  Cohocton,  181  carloads;  Wallace,  0  car¬ 
loads;  Avoca,  72  carloads;  Kanona,  46  carloads,  and 
Bath,  0  carloads.  Due  to  time  constraints,  this  informa¬ 
tion  has  not  yet  been  verified  and,  therefore,  is  not  re¬ 
flected  in  the  above  analysis. 
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Information  for  Line  Retention  Decision 


Revenue  received  by  EL -  $179,  033 

Average  revenue  par  carload -  $296 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line - 211,  857 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  ( 1/10  of  total  upgrading  cost )  _  0 

Cost  incurred  beyond  the  branch  line -  100, 433 


Total  variable  (avoidable)  cost -  312,  290 


Net  contribution  (loss)  :  total -  (133,257) 

Average  per  carload _  (220) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration *s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Traffic  interchanged  with  the  Bath  &  H ammondsport 
HR  will  continue  to  he  interchanged  at  Bath . 

Preliminary  Recommendation 

Although  the  preliminary  recommendation  is  that 
this  portion  of  the  Wayland  Branch  not  be  included  in 
the  MARC-EL  or  ConRail  Systems,  the  possibility 
of  immediately  increasing  revenue  must  be  explored 
before  the  final  recommendation  can  be  made.  Without 
immediately  increasing  revenues,  continued  operation  of 
this  line  would  require  a  rail  service  continuation  sub¬ 
sidy.  Under  1973  traffic,  revenue  and  cost  levels,  this 
line  generates  an  annual  excess  financial  burden  amount¬ 
ing  to  $133,525,  or  $221  per  carload.  Recovery  of  costs 
would  require  approximately  a  twofold  increase  in 
traffic  or  a  75-percent  rate  increase  over  the  1973  levels. 


PORTION  OF  ATTICA  BRANCH 
USRA  Line  No.  1240 
Erie  Lackawanna 


This  portion  of  the  Attica  Branch  extends  from  Avon 
(Milepost  366.4)  to  North  Alexander ,  N.Y.  (Milepost 
395.9),  a  distance  of  29.5  males  in  Livingston  and  Gene¬ 
see  Counties,  N.Y.  This  line  continues  southward  from 


New  York 

North  Alexander  to  Attica  and  northward  from  Avon  to 
Rochester;  the  latter  extension  is  also  under  study  in 
this  report.  At  Beta  via  it  connects  with  the  PC  Syra- 
cuse-Buffalo  line;  at  Batavia  and  LeRoy  it  connects 
with  the  PC  Caledonia  Secondary  Track,  also  under 
study.  At  LeRoy  it  connects  with  the  B&O.  At  North 
Alexander  the  Groveland  Branch  of  the  EL  intersects. 
Batavia  is  also  served  by  the  LV  (also  under  study).  At 
G&W  Junction  the  line  crosses  the  Genesee  &  Wyoming 
RR  and  at  Avon  it  meets  the  Livonia,  Avon  &  Lakeville 
RR.  This  line  was  not  described  as  potentially  excess  in 
the  U.  S.  DOT  Report  except  for  the  portion  between 
Batavia  and  Alexander  (see  Zones  47  and  48). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Batavia  _  274 

Stafford  _  108 

LeRoy _  379 

G&W  Junction _ 0 

Caledonia _  7 


Total  carloads  generated  by  the  line _  768 

Average  carloads  per  week _ : _  14.  8 

Average  carloads  per  mile _  26.  0 

Average  carloads  per  train _  3. 1 

1973  operating  information : 

Number  of  round  trips  per  year _  250 

Estimated  time  per  round  trip  (hours) _  7.6 

Locomotive  horsepower _ 1, 600 

Train  crew  sire _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled  “The 
Public  Response  to  the  Secretary  of  Transportation’s 
Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL -  $221. 373 

Average  revenue  per  carload _  $288 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line -  309,  886 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 

cost) _  0 

Cost  incurred  beyond  the  branch  line - 116,  983 


Total  variable  (avoidable)  cost _  426,869 


Net  contribution  (loss)  :  total _  (205,496) 

Average  per  carload -  (268) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
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minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Batavia  will  continue  to  receive  rail  service  via  PC 
trackage ,  and  LeRoy  is  also  served  by  the  B&O  and 
PC. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Attica 
Branch  be  included  in  the  MARC-EL  System  or  the 
ConRail  System.  Continued  operation  of  this  line  would 
require  a  rail  service  continuation  subsidy.  Under  1973 
traffic,  revenue  and  cost  levels,  this  line  generates  an 
annual  excess  financial  burden  amounting  to  $205,496, 
or  $268  per  carload.  Recovery  of  costs  would  require  ap¬ 
proximately  a  twofold  increase  in  traffic  or  a  95-percent 
rate  increase  over  the  1973  levels.  Although  costs  may 
be  reduced  by  reducing  the  frequency  of  service,  this 
alone  will  not  make  the  line  financially  self-sufficient.  . 


PORTION  OF  ATTICA  BRANCH 
USRA  Line  No.  1241 
Erie  Lackawanna 


This  portion  of  the  Attica  Branch  extends  from  Avon 
(Milepost  366.4)  to  Rochester ,  N.Y.  (Milepost  384.8), 
a  distance  of  18.1  wiles  in  Monroe  and  Livingston  Coun¬ 
ties,  N.Y.  At  Avon  this  line  continues  westward  to 
Attica  (under  study  in  this  report  as  far  as  North  Alex¬ 
ander).  At  Mortimer  the  LV  Rochester  Branch  (also 


1240,  1241 

under  study)  diverges,  and  the  PC  West  Shore  Branch 
crosses.  At  Rochester  there  is  a  connection  to  the  PC 
Rochester  Branch,  also  under  study.  At  Avon  the  line 
connects  with  the  Livonia,  Avon  &  Lakeville  RR.  This 
line  was  described  as  potentially  excess  in  the  U.S.  DOT 
Report  (see  Zone  47). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Avon _ _ _ 1, 193 

Industry  _  1 

West  Henrietta _  4 

Mortimer _  0 


Total  carloads  generated  by  the  line _ 1, 198 

Average  carloads  per  week _  23.  0 

Average  carloads  per  mile _  65. 1 

Average  carloads  per  train _  4.  8 

1973  operating  information : 

Number  of  round  trips  per  year _  250 

Estimated  time  per  round  trip  (hours) _  4.0 

Locomotive  horsepower _ 1,  600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
this  EL  line  has  been  proposed  for  a  mass  transporta¬ 
tion  corridor  by  the  Rochester-Genesee  Transporta¬ 
tion  Authority. 

HUD  is  planning  a  new  community,  Riverton,  in  this 
area  and  does  not  feel  that  loss  of  rail  service  would 
affect  the  community's  economic  development. 

At  the  recent  RSPO  hearings,  held  in  March,  1975, 
a  report  submitted  by  the  New  York  State  Department 
of  Agriculture  indicated  that  in  1973  Sexton  Foods 
received  100  carloads  at  Rochester. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $432, 388 

Average  revenue  per  carload _  $361 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  202,  702 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  ( 1/10  of  total  upgrading  cost )  _  0 

Cost  incurred  beyond  the  branch  line -  237, 170 


Total  variable  (avoidable  cost) - - -  439,872 


Net  contribution  (loss)  :  total - -  (7,484) 

Average  per  carload _  (6) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
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minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Although  service  to  the  entire  line  generates  a  loss, 
a  4-percent  growth  in  traffic  or  a  2-percent  rate  increase 
would  make  this  line  financially  self-sufficient. 

Service  will  be  provided  from .  Rochester  via  PC 
tracks.  Traffic  can  be  interchanged  with  the  Livonia , 
Avon  &  Lakeville  RR  at  Avon. 

Recommendation 

It  is  recommended  that  this  portion  of  the  Attica 
Branch  be  included  in  the  system  of  a  solvent  carrier 
(see  the  Preliminary  System  Plan,  Volume  I,  Chapter 
3,  The  Regional  Rail  System).  If  this  line  is  not  as¬ 
sumed  by  a  solvent  carrier,  it  is  recommended  that  it 
be  included  in  the  MARC-EL  System  or  the  ConRail 
System. 


LANCASTER  SPUR 
U5RA  Line  No.  1242 
Erie  Lackawanna 


PC  Gardanvillc  Branch 

\! 


PC  to  Buffalo  I 
/ 


I  LV  to  Niafara  Falls 


,/  V- 

EL  to  Buffalo  -T - ^  ■ 

_ 0 

LV  to  Buffalo  r  \  ^ - _L  AN  CASTER  «>Uf».  EL 


PC  to  Syracuse 

•  ^  ^  1 
.✓*  LV  to  Geneva 


30  milet 


Depew 


\  Lancaster 


LANCASTER  MP  382.S 


DEPEN  JUNCTION  (WK> 


PC  to  Ebenezer  Junction 


- 

EL  to  Homell 


The  Lancaster  Spur  extends  from  Lancaster  (Mile¬ 
post  382.5)  to  Depew  Junction,  N.Y.  (Milepost  385.5), 
a  distance  of  3.0  miles  in  Erie  County,  N.Y.  This  line 
connects  with  the  EL  Hornell-to-Buffalo  line  at  Ile- 
pew  Junction.  The  PC  and  LV  also  serve  this  area. 
This  line  was  not  described  as  potentially  excess  in  the 
U.S.  DOT  Report  (see  Zone  49) . 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Depew 1  -  326 


Total  carloads  generated  by  the  line _  326 

Average  carloads  per  week _  6.  3 

Average  carloads  per  mile _ 108.  7 

Average  carloads  per  train _  3.  l 

1973  operating  information : 

Number  of  round  trips  per  year _  104 

Estimated  time  per  round  trip  (hours) _  1.5 

Locomotive  horsepower _ 1.  500 

Train  crew  size _  4 

1  Includes  only  traffic  on  this  segment. 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion's  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $78, 425 

Average  revenue  per  carload _  $241 


Variable  (avoidable  cost  of  confinued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line _  46, 620 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  (1/10  of  total  upgrading  cost) _ •  0 

Cost  incurred  beyond  the  branch  line _  66,  735 


Total  variable  (avoidable)  cost _  113,355 


Net  contribution  (loss)  :  total _  (34,930) 

Average  per  carload _  (107) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Preliminary  Recommendation 

It  is  not  recommended  that  the  Lancaster  Spur  be 
included  in  the  ConRail  System.  Continued  operation  of 
this  line  would  require  a  rail  service  continuation  sub¬ 
sidy.  Under  1973  traffic,  revenue  and  cost  levels,  this  line 
generates  an  annual  excess  financial  burden  amounting 
to  $59,558,  or  $183  per  carload.  Recovery  of  costs  would 
require  approximately  a  threefold  increase  in  traffic  or 
a  44-percent  rate  increase  over  the  1973  levels.  Although 
costs  may  be  reduced  by  reducing  the  service  frequency, 
this  alone  will  not  make  the  line  financially  self-suf¬ 
ficient.  The  traffic  density  on  this  line  is  high,  indicating 
that  rail  service  could  be  efficient  and  financially  self- 
sufficient  provided  the  present  low  rates  are  corrected. 


GULF  LINE 

U5RA  Line  No.  1243 
Erie  Lackawanna 

The  Gulf  Line  extends  from  Lockport  (L&O  Junc¬ 
tion)  (Milepost  25.3)  to  Lowertown ,  N.Y.  (Milepost 
29.1)  a  distance  of  3.8  miles,  in  Niagara  County,  N.Y. 
As  studied  here,  this  line  also  includes  about  2.0  miles 
of  the  PC  Lowertown  Branch  over  which  service  is 
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5.8  miles 


PC  to  Suspension 
LOCKPORT 


PC  LOWERTOWN  BRANCH 
(SERVED  BY  EL) 

tochester 


A 


EL  to  North  Tonawanda 


provided  by  the  EL,  giving  the  line  a  total  of  approxi¬ 
mately  5.8  miles.  This  line  connects  with  the  EL  Lock- 
port  Branch  at  Lockport  (L&O  Junction).  This  line 
was  described  as  potentially  excess  in  the  U.S.  DOT 
Report  (see  Zone  49). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Lockport 1 _  292 


Total  carloads  generated  by  the  line -  292 

Average  carloads  per  week _  5.  6 

Average  carloads  per  mile _  50.  3 

Average  carloads  per  train _  5. 6 

1973  operating  information : 

Number  of  round  trips  per  year _  52 

Estimated  time  per  round  trip  (hours) _  4.  0 

Locomotive  horsepower _ 1,  000 

Train  crew  size _  4 


m 

1  Includes  only  traffic  on  this  segment  at  Lowertown. 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
21  businesses  in  the  Lockport  area  generated  3,800  car¬ 
loads  of  freight  in  1973,  and  that  the  abandonment  of 
this  line  would  result  in  the  loss  of  2i5  percent  of  the 
community  tax  revenue. 

Beaverboard  Co.  claimed  that  the  use  of  a  piggy-back 
service  or  truck  transport  is  not  feasible  due  to  high 
costs.  Termination  of  rail  service  would  decrease  the 
company’s  competitive  advantage. 

The  Vanchlor  Chemical  Co.  is  the  only  supplier  of 
several  chemicals  to  Union  Carbide,  Dupont,  Hooker 
and  Chemetron.  Bulk  chlorine — a  main  ingredient  in 
Vanchlor’s  product — can  only  be  shipped  in  rail  tank 
cars.  Without  rail  service,  this  company  would  go  out 
of  business. 


Information  for  Line  Retention  Decision 

Revenue  received  by  EL _  $130,  943 

Average  revenue  per  carload _  $448 


Variable  (avoidable)  cost  of  continued  service : 

Cost  incurred  on  the  branch  line _  58, 927 

Cost  of  upgrading  branch  line  to  FRA  Class 

I :  (1/10  of  total  upgrading  cost) _ 13,  838 

Cost  incurred  beyond  the  branch  line _  37, 536 


Total  variable  (avoidable)  cost _ 110,301 


Net  contribution :  total _  20, 642 

Average  per  carload _  71 


This  line  would  require  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.).  Based  on 
available  information,  this  upgrading  would  include 
the  replacement  of  a  total  of  1,500  crossties  (an  average 
of  259  crossties  per  mile) . 

Recommendation 

It  is  recommended  that  the  Gulf  Line  be  included  in 
the  ConRail  System  or  the  system  of  a  solvent  carrier. 


RIVER  LINE 
USRA  Line  No.  1244 
Erie  Lackawanna 


EL  to  Buffalo  ^ 


The  River  Line  extends  from  River  Junction  (Mile¬ 
post  0)  to  Cuba  Junction ,  N.Y.  (Milepost  32.6),  a  dis¬ 
tance  of  32.6  miles,  in  Allegany  and  Livingston  Coun¬ 
ties,  N.Y.  At  River  Junction,  the  line  connects  with  the 
EL  Hornell-Buffalo  line;  at  Cuba  Junction,  it  connects 
with  the  EL  Jersey  City-Chicago  line.  This  line  was 
described  as  potentially  excess  in  the  U.S.  DOT  Report 
(see  Zones  47  and  50). 
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Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 

This  line  is  used  as  an  overhead  route  only  as  there 
are  no  shippers  located  on  the  segment. 

Preliminary  Recommendation 

It  is  not  recommended  that  the  River  Line  be  included 
in  the  ConRail  System. 


PORTION  OF  B&SW  BRANCH 
USRA  Line  No.  1246 
Erie  Lackawanna 


New  York 

This  portion  of  the  B&SW  Branch  extends  from  Buf¬ 
falo  ( BC  Junction)  (Milepost  2.7)  to  Dayton,  N.Y. 
(Milepost  39.0),  a  distance  of  36 J  miles ,  in  Erie  and 
Cattaraugus  Counties,  N.Y.  This  line  continues  south- 
westward  from  Dayton  to  Waterboro.  At  Dayton,  it 
connects  with  the  EL  Dunkirk  Branch.  All  these  EL 
lines  are  also  under  study  in  this  report..  At  Buffalo  (BC 
Junction),  it  connects  with  the  PC  Buffalo-Cleveland 
line,  the  N&W  and  the  Buffalo  Creek  RR.  At  Blasdell, 
it  connects  with  the  N&W.  This  line  was  described  as 
potentially  excess  in  the  U.S.  DOT  Report  except  for 
the  portion  in  Cattaraugus  County  (see  Zones  49  and 
50). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Blasdell _  10 

Hamburg _ : _  465 

Eden  Valley -  0 

Eden  Center _  140 

North  Collins _  196 

Lawtons _  14 

Collins  _  204 

Gowanda -  356 


Total  carloads  generated  by  the  line _ 1, 385 

Average  carloads  per  week _  fl6. 6 

Average  carloads  per  mile _  38. 0 

Average  carloads  per  train -  13.  3 

1973  operating  information : 

Number  of  round  trips  per  year _  104 

Estimated  time  per  round  trip  (hours) _ _  6.0 

Locomotive  horsepower _ 1, 600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Republic  Response  to  the  Secre¬ 
tary  of  Transportation’s  Rail  Service  Report”  revealed 
that  the  total  number  of  carloads  transported  on  this 
line  for  1973  was  1,046.  The  Shippers'  Committee  of 
this  area  noted  that  15.5  trackage  miles  on  this  line  have 
been  repaired  and  modernized  and  are  now  an  integral 
part  of  Buffalo’s  mass  transportation  system.  Abandon¬ 
ment  would  result  in  the  cancellation  of  an  estimated 
$1  million  expansion  program.  According  to  the  Eden 
Conservation  Advisory  Committee,  this  is  the  only  line 
serving  145  farms  (15,000  acres).  The  farmland  is  val¬ 
ued  at  $7  million  and  has  an  output  valued  at  $11.5 
million.  The  Richardson  Milling  Co.,  the  Weidner  Feed 
Co.  and  the  Forbush  Lumber  Co.  testified  that  abandon¬ 
ment  would  place  them  at  a  competitive  disadvantage 
because  of  trucking  costs.  The  Paul  Reifer  Co.  is  pro¬ 
posing  to  build  an  industrial  area  which  will  require 
rail  service.  Growers  and  Packers  Co.  reported  that  it 
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has  lost  approximately  $17  million  in  revenues  due  to 
the  inadequate  supply  of  rail  cars. 

At  the  RSPO  hearings  held  in  March  1975,  the  New 
York  State  Department  of  Agriculture  submitted  a 
report  indicating  that  357  carloads  were  generated  in 
1973  by  nine  agriculturally  oriented  firms  on  this  line. 
Many  of  these  firms  indicated  that  a  switch  to  an  alter¬ 
nate  mode  of  transportation  would  seriously  affect  their 
competitive  status. 

information  for  Line  Retention  Decision 


Revenue  received  by  EL - $416,264 

Average  revenue  i>er  carload _  $301 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  335,  217 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  ( 1/10  of  total  upgrading  cost )  _  0 

Cost  incurred  beyond  the  branch  line _  235, 198 


Total  variable  (avoidable)  cost _  570,  415 


Net  contribution  (lass):  total _ (154,151) 

Average  per  carload _  (112) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  B&SW 
Branch  be  included  in  the  ConRail  System.  Continued 
operation  of  this  line  would  require  a  rail  service  con¬ 
tinuation  subsidy.  Under  1973  traffic,  revenue  and  cost 
levels,  this  line  generates  an  annual  excess  financial 
burden  amounting  to  $154,151,  or  $112  per  carload.  Re¬ 
covery  of  costs  would  require  approximately  an  85- 
percent  increase  in  traffic  or  a  37-percent  rate  increase 
over  the  1973  levels. 


PORTION  OF  DUNKIRK  BRANCH 
USRA  Line  No.  1247 
Erie  Lackawanna 

This  portion  of  the  Dunkirk  Branch  extends  from 
Dayton  (Milepost  437.7)  to  Dunkirk ,  N.Y.  (Milepost 
458.4),  a  distance  of  W.7  miles,  in  Chautauqua  and 
Cattaraugus  Counties,  N.Y.  At  Dayton,  this  line  con¬ 
tinues  southeastward  to  Salamanca  and  intersects  the 
EL  B&SW  Branch.  All  these  lines  are  also  under  study 
in  this  Report.  At  Dunkirk,  the  line  connects  with  the 
PC  Buffalo-Cleveland  line,  the  PC  Valley  Branch  (also 
understudy)  and  the  N&W  Buffalo-Cleveland  line.  This 


1246,  1247 


line  was  described  as  potentially  excess  in  the  U.S.  DOT 
Report  except  for  a  short  portion  at  each  end  (see  Zone 
50). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Perrysburg  _  0 

Forestville _  46 

Sheridan  _  0 


Total  carloads  generated  by  the  line _  46 

Average  carloads  per  week _  0.  9 

Average  carloads  per  mile _  2.  2 

Average  carloads  per  train _ : -  0.  9 

1973  operating  information : 

Number  of  round  trips  per  year - - -  52 

Estimated  time  per  round  trip  (hours) - - —  5.  0 

Locomotive  horsepower _ 1,  600 

Train  crew  size - - -  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
the  Dunkirk  Chamber  of  Commerce  feels  that  the  four 
industries  in  that  area,  and  the  1,300  employees,  will  be 
adversely  affected  by  rail  abandonment.  Five  companies 
located  on  that  line  have  combined  traffic  movement  of 
4,648  carloads  for  1 973.  . 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL -  $8,  857 

Average  revenue  per  carload -  $193 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line -  144, 456 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  ( 1/10  of  total  upgrading  cost )  _  42,  496 
Cost  incurred  beyond  the  branch  line -  7, 675 


Total  variable  (avoidable)  cost -  194,  627 


Net  contribution  (loss):  total -  (185,770) 

Average  per  carload _  (4,038) 


35 


21440 


FEDERAL  REGISTER 


1247,  1248 


New  York 


This  line  would  require  upgrading  to  meet  the  require¬ 
ments  of  the  Federal  Railroad  Administration's  mini¬ 
mum  safety  standards  (Class  I  track,  which  has  a  maxi¬ 
mum  safe  operating  speed  of  10  m.p.h.).  Based  on 
available  information,  this  upgrading  would  include 
the  replacement  of  a  total  of  2,500  crossties  (an  average 
of  121  crossties  per  mile). 

This  line  currently  is  used  to  serve  Dunkirk.  Traffic 
generated  at  Dunkirk  will  continue  to  receive  service  via 
Penn  Central  trackage. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Dun¬ 
kirk  Branch  be  included  in  the  ConRail  System.  Con¬ 
tinued  operation  of  this  line  would  require  a  rail  sendee 
continuation  subsidy.  Under  1973  traffic,  revenue  and 
cost  levels,  this  line  generates  an  annual  excess  financial 
burden  amounting  to  $185,770,  or  $4,038  per  carload. 
Recovery  of  costs  would  require  approximately  a  one 
hundred  fifty-sevenfold  increase  in  traffic  or  a  2090- 
percent  rate  increase  over  the  1973  levels. 


PORTION  OF  B&SW  BRANCH 
U5RA  Line  No.  1248 
Erie  Lackawanna 


„  EL  to  Buffalo 

>  \ 

/\  J 

EL  to  Dunkirk  V-L  Dayton 


DAYTON  MP  39.0 
South  Dayton  MP  43.0 


EL  to  Salamanca 


PORTION  OF  B&SW  BRANCH.  EL 


19.5  miles 


EL  to  Jamestown.  N.Y.  and  |  EL  t0  HomeM 
Youngstown.  Ohio  t  4 


\. _ 


WATERBORO 


This  portion  of  the  B&SW  Branch  extends  from 
Dayton  (Milepost  39.0)  to  Waterboro,  N.Y.  (Milepost 
58.5),  a  distance  of  19 £  miles,  in  Cattaraugus  and 


Chautauqua  Counties,  N.Y.  This  line  continues  north¬ 
ward  from  Dayton  to  Buffalo.  At  Dayton,  it  crosses  the 
EL  Dunkirk  Branch.  Both  these  lines  are  also  under 
study  in  this  Report.  At  Waterboro  it  meets  the  EL 
Homell- Youngstown  line.  This  line  was  not  described 
as  potentially  excess  in  the  U.S.  DOT  Report  as  cor¬ 
rected,  except  for  the  portion  between  Cherry  Creek 
and  Waterboro  (see  Zone  50) . 

Traffic  and  Operating  Information 

Stations  (with  their  1973  earloads)  served  by  this  line: 


Dayton _  0 

Markhams _  0 

South  Dayton _ 1, 352 

Cherry  Creek _  72 

Conewango _ _ _  115 


Total  carloads  generated  by  the  line _ 1, 539 

Average  carloads  per  week _  29.  6 

Average  carloads  per  mile _ _  78. 9 

Average  carloads  per  train _  9. 9 

1973  operating  information : 

Number  of  round  trips  per  year _  156 

Estimated  time  per  round  trip  (hours) _  5.  0 

Locomotive  horsepower _ 1.  600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
the  Conewango  Valley  Flood  Control  has  made  40,000 
acres  in  the  area  available  for  farming  and  20  percent 
of  that,  land  will  be  abandoned  if  rail  service  is  dis¬ 
continued. 

Austin  Milling  predicted  that  rail  abandonment  will 
enable  large  corporations  to  monopolize  the  feed  busi¬ 
ness,  forcing  the  smaller  companies  to  shut  down. 

Carnation,  which  is  expecting  to  increase  shipments 
by  10  to  20  percent,  stated  that  the  limited  amount  of 
trucks  cannot  handle  their  rail  shipments.  Another 
company,  Curtice  Burns,  plans  an  expansion  of  their 
facilities  and  a  100  percent  increase  in  rail  traffic. 

At  the  RSPO  hearings  held  in  March  1975,  the  New 
York  State  Department  of  Agriculture  submitted  a  re¬ 
port  which  indicated  that  J.  A.  Crolle  Agway,  Inc., 
received  48  carloads  in  1973  and  that  loss  of  direct  rail 
service  would  result  in  an  increased  cost  to  farmers  of 
approximately  20-25  percent. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL -  $589,  735 

Average  revenue  per  carload -  $383 
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Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line - $220,  445 

Cost  of  upgrading  branch  line  to  FRA  Class 

I  (1/10  of  total  upgrading  cost) -  0 

Cost  incurred  beyond  the  branch  line -  280, 338 


Total  variable  (avoidance)  cost -  $500,  783 


Net  contribution  :  total _  88, 952 

Average  per  carload -  58 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Although  service  to  the  entire  line  generates  a  con¬ 
tribution,  no  traffic  is  generated  in  the  first  4  miles  which 
serves  Dayton  and  Markhams. 

Recommendation 

It  is  recommended  that  the  portion  of  the  B&SW 
Branch  from  Milepost  43.0  to  Milepost  58.5  be  included 
in  the  ConRail  System  or  the  system  of  a  solvent  carrier. 

Preliminary  Recommendation 

It  is  not  recommended  that  the  portion  of  the  B&SW 
Branch  from  Milepost  39.0  to  Milepost  43.0  be  included 
in  the  ConRail  System. 


PORTION  OF  DUNKIRK  BRANCH 
USRA  Line  No.  1250 
Erie  Lackawanna 


EL  to  Dunkirk 


CATTARAUGUS 


PORTION  OF - 

DUNKIRK  BRANCH.  EL 

14.1  miles 


EL  to  Youngstown,  Ohio 

N. 


SALAMANCA 
(WC  JUNCTION) 


•  B&0  to  Buffalo 


\  East  Salamanca 

A 

-*S~  Salamanca 

\  *. 

\  * 


Vi  ^  EL  to  Homed 
Cajrollton'y'Jj  (t-  —  — 


|  *«-  B&O  to  Pittsburgh 
EL  to  Lewis  Run,  Pa.  |  • 


County,  N.  Y.  This  line  continues  northwestward  at  Cat¬ 
taraugus  to  Dunkirk,  which  sector  is  also  under  study 
in  this  Report.  At  Salamanca,  it  connects  with  the  EL 
Hornell-  Youngstown  line. 

This  line  was  described  as  potentially  excess  in  the 
LT.S.  DOT  Report  (see  Zone  50) . 

Traffic  and  Operating  Information 

4 

Stations  (with  their  1973  carloads)  served  by  this  line : 


Little  Valley _  169 

Cattaraugus  _  245 


Total  carloads  generated  by  the  line _  414 

Average  carloads  per  week _  8.  0 

Average  carloads  per  mile _  29. 1 

Average  carloads  per  train... _  4.  0 

1973  operating  information : 

Number  of  round  trips  per  year _ ; _  104 

Estimated  time  per  round  trip  ( hours ) _  5. 0 

Locomotive  horsepower _ _ _ 1, 000 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation's  Rail  Service  Report”  reveals  that 
total  shipment  on  this  line  for  1972  was  494  carloads, 
and  that  continued  rail  service  is  vital  to  this  area. 
Champion  International,  which  accounts  for  86  percent 
of  the  employment  in  the  town  of  Cattaraugus,  antici¬ 
pates  a  40-percent  growth  in  5  years. 

At  the  RSPO  hearings  held  in  March  1975,  the  New 
York  State  Department  of  Agriculture  submitted  a  re¬ 
port  which  indicated  that  Gramco  Inc.  received  101  car¬ 
loads  in  1973.  Gramco  stated  that  manufacturing  at  its 
Little  Valley  facility  would  cease  if  rail  service  were 
discontinued.  It  was  further  reported  that  Cattaraugus 
Agway  received  67  carloads  in  1973  and  that  the  com¬ 
pany’s  competitive  status  would  be  seriously  impaired 
if  rail  service  were  discontinued  on  this  line. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $109, 188 

Average  revenue  per  carload -  $264 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  125,  627 

Cost  of  upgrading  branch  line  to  FRA 
Class  I  (1/10  of  total  upgrading  cost)..  0 

Cost  incurred  beyond  the  branch  line -  73, 136 


This  portion  of  Dunkirk  Branch  extends  from  Sala¬ 
manca  (Milepost  413.9)  to  Cattaraugus ,  N.Y.  (Mile¬ 
post  428.1),  a  distance  of  / miles,  in  Cattaraugus 


Total  variable  (avoidable)  cost -  198,  763 

Net  contribution  (loss)  :  total -  (89,  575) 

Average  per  carload _  (216) 
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This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Dun¬ 
kirk  Branch  be  included  in  the  ConRail  System.  Con¬ 
tinued  operation  of  this  line  would  require  a  rail  service 
continuation  subsidy.  Under  1973  traffic,  revenue  and 
cost  levels,  this  line  generates  an  annual  excess  financial 
burden  amounting  to  $£9,575,  or  $216  per  carload.  Re¬ 
covery  of  costs  would  require  approximately  a  three¬ 
fold  increase  in  traffic  or  an  80-percent  rate  increase 
over  the  1973  levels.  Although  costs  may  be  reduced  by 
reducing  the  service  frequency,  this  alone  will  not  make 
the  line  financially  self-sufficient. 


PORTION  OF  BRADFORD  BRANCH 
U5RA  Line  No.  1251 
Erie  Lackawanna 


This  portion  of  the  Bradford  Branch  extends  from 
Carrollton ,  N.Y.  (Milepost  0)  to  Lewis  Run.  Pa.  (Mile¬ 
post  17.6),  a  distance  of  ££.#  miles ,  in  Cattaraugus 
County,  N.Y.,  and  McKean  County,  Pa.  This  line  com¬ 
prises  the  EL  lines  from  Carrollton  to  Limestone,  N.Y. 
(EL  Milepost  6.2),  6.2  miles,  and  from  Bradford,  Pa. 
(EL  Milepost  9.9)  to  Lewis  Run,  7.7  miles,  and  EL 
trackage  rights  over  the  B&O  from  Limestone,  N.Y. 


New  York 

to  Howard,  Pa.,  10.3  miles.  The  EL  Youngstown,  Ohio- 
Hoboken,  N.J.  line  connects  at  Carrollton.  The  B&O 
continues  north  from  Limestone  and  south  from  How¬ 
ard,  the  latter  with  the  EL  operating  via  trackage  rights 
(also  under  study  in  this  Report).  This  line  was  not 
described  as  potentially  excess  in  the  U.S.  DOT  Report 
(see  Zones  50  and  74). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Limestone _  0 

East  Bradford _  0 

Bradford _ 2,580 

Custer  City _  18 

Howard  Junction _  10 

Lewis  Run _  232 


Total  carloads  generated  by  line _ 2,  840 

Average  carloads  per  week _  54. 6 

Average  carloads  per  mile _ 117.  4 

Average  carloads  per  train _  11.  4 

1973  operating  information : 

Number  of  round  trips  per  year _  250 

Estimated  time  per  round  trip  (hours) _  7.8 

Locomotive  horsepower _ 1,  000 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $856, 177 

Average  revenue  per  carload -  $301 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line _  252, 002 

Cost  of  upgrading  branch  line  to  FRA  Class 

I:  (1/10  of  total  upgrading  cost) _  0 

Cost  incurred  beyond  the  branch  line _  535, 553 


Total  variable  (avoidable)  cost -  787,555 


Net  contribution :  total -  68,  622 

Average  per  carload -  24 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

This  line  currently  is  served  via  trackage  rights  over 
the  Chessie  System  to  a  point  near  Bradford.  The  Ches- 
sie  System  can  serve  the  traffic  generated  on  this  line 
with  a  small  amount  of  Erie  Lackawanna  track. 
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Recommendation 

It  is  recommended  that  this  portion  of  the  Bradford 
Branch  be  included  in  the  ConRail  System  or  that  a 
solvent  carrier  acquire  that  track  necessary  to  serve  the 
traffic  generated  on  this  line. 


PORTION  OF  JERSEY  CITY-CHICAGO  LINE 
USRA  Line  No.  7255 
Erie  Lackawanna 


EL  to  Jamestown  and  Homed 


This  portion  of  the  Jersey  City-Chicago  line  extends 
from  Niobe  Junction ,  N.Y.  (Milepost  47.0)  to  Corry 
( CM  Junction ),  Pa.  (Milepost  56.3),  a  distance  of  9.3 
miles ,  in  Chautauqua  County,  N.Y.  and  Warren  County, 
Pa.  This  line  continues  eastward  to  Jersey  City,  N.J. 
and  westward  to  Chicago.  At  Niobe  Junction  and  Corry 
(CM  Junction),  it  is  intersected  by  the  EL’s  Columbus 
&  Erie  Line.  This  line  was  not  described  as  potentially 
excess  in  the  U.S.  DOT  Report  (see  Zones  50  and  75). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Niobe  . 0 

Bear  Lake _  5 

Columbus _  94 


Total  carloads  generated  by  the  line _  99 

Average  carloads  per  week -  1.  9 


Average  carloads  per  mile -  10. 6 

Average  carloads  per  train -  1. 9 

1973  operating  information : 

Number  of  round  trips  per  year -  52 

Estimated  time  per  round  trip  (hours) _  1.7 

Locomotive  horsepower _ 1,  600 

Train  crew  size -  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled  “The 
Public  Response  to  the  Secretary  of  Transportation’s 
Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $22,  248 

Average  revenue  per  carload _  $224 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line _  74,  003 

Cost  of  upgrading  branch  line  to  FRA  Class 

I :  ( 1/10  of  total  upgrading  cost) _  0 

Cost  incurred  beyond  the  branch  line _ 14,  806 


Total  variable  (avoidable)  cost _  88,809 


Net  contribution  (loss)  :  total _  (66,561) 

Average  per  carload _  (672) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 


Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Jersey 
City-to-Chicago  line  be  included  in  the  ConRail  System. 
Continued  operation  on  this  line  would  require  a  rail 
service  continuation  subsidy.  Under  1973  traffic,  reve¬ 
nue  and  cost  levels,  this  line  generates  an  annual  excess 
financial  burden  amounting  to  $66,561,  or  $672  per  car¬ 
load.  Recovery  of  costs  would  require  approximately  a 
ninefold  increase  in  traffic  or  a  300-percent  rate  increase 
over  the  1973  levels. 
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USRA 
line  number 


Termini 


OHIO 

Report  except  from  West  Austintown  to  the  Columbi¬ 
ana  County  line  (see  Zones  93-97) . 


Intrastate 


Traffic  and  Operating  Information 


Ohio 


1258 

Niles  to  Lisbon 

1259 

Phalanx  to  Solon 

1260 

Marion  to  Lima 

1263 

Marion  to  Richwood 

1264 

Rich  wood  to  Urbana 

1265 

Urbana  to  Bowlusville 

1266 

Bowlusville  to  Fairborn 

1267 

Fairborn  to  Dayton 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Mineral  Ridge _  86 

West  Austintown -  897 

Canfield _  345 

Marquis _ 0 

Greenford -  59 

Washingtonville _ 11 

.  Leetonia -  14 

Lisbon  _ 3,067 


Interstate 

Indiana-Ohio  (this  line  is  discussed  under  Indiana) 

1261  Lima,  Ohio  to  Huntington,  Ind. 


LISBON  BRANCH 


Total  carloads  generated  by  the  line _ 4, 479 

Average  carloads  per  week -  86. 1 

Average  carloads  per  mile _ 141.  7 

Average  carloads  per  train -  43. 1 

1973  operating  information : 

Number  of  round  trips  per  year _  104 

Estimated  time  per  round  trip  (hours) _  20. 0 

Locomotive  horsepower _ 1, 600 

Train  crew  size _  4 


USRA  Line  No.  1258 
Erie  Lackawanna 


EL  to  Akron 


B&O  to  Newton  Fall 
Niles 


B&0  to  Akron 


PC  to  Ashtabula 

J. 

•  •  B&O  to  Painesville 


31.6  miles 


NILES  (MP  3.0 
[MINERAL  RIDGE) 

f  Marquis  MP  14.5 
.^LISBON  BRANCH.  EL 


Youngstown 
Youngstown 

B&0  to  Youngstown 


s 

PC  to  Chicago 


I  Leetonia 

"N 


PC  to  Pittsburgh 


LISBON 


The  Lisbon  Branch  extends  from  Niles  (Milepost 
i  3.0)  to  Lisbon ,  Ohio  (Milepost  34.6),  a  distance  of  31.6 
miles ,  in  Mahoning  and  Columbiana  Counties,  Ohio. 
This  line  connects  with  the  EL  Jersey  City-Chicago 
line,  the  B&O  and  the  PC  at  Niles,  and  with  the  PC 
Pittsburgh-Chicago  line  at  Leetonia.  This  line  was 
not  described  as  potentially  excess  in  the  U.S.  DOT 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  by  the  Lis¬ 
bon  Area  Chamber  of  Commerce  indicated  several 
reasons  why  rail  service  should  be  preserved;  the 
two  major  ones  were :  additional  switching  would  create 
service  delays;  and  the  tremendous  amount  of  coal  be¬ 
ing  shipped  from  the  Lisbon  area.  E.  J.  Lewis  Realtors 
stated  that  $85,000  has  already  been  appropriated  for 
constructing  a  rail  spur  to  serve  the  Western  Reserve 
Industrial  Park  in  West  Austintown.  AFC,  which  re¬ 
ported  that  it  generated  262  carloads  in  1973,  would 
have  to  terminate  87  employees  if  rail  service  was 
eliminated.  The  Busy  Beaver  Building  Center  estimated 
that  shipping  via  motor  carrier  would  not  only  increase 
freight  cost  by  15  percent  but  also  would  decrease  their 
competitiveness. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL - $682,  092 

Average  revenue  per  carload -  $152 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line -  447, 183 
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Cost  of  upgrading  branch  line  to  FRA 
Class  I :  (1/10  of  total  upgrading 


cost) _ - $39,  518 

Cost  incurred  beyond  the  branch  line —  370,  889 

Total  variable  (avoidable)  cost _ $857,  590 

Net  contribution  (loss)  :  total -  (175,498) 

Average  per  carload _  (39) 


This  line  would  require  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has 
a  maximum  safe  operating  speed  of  10  m.p.h.).  Based 
on  available  information,  this  upgrading  would  include 
the  replacement  of  a  total  of  600  crossties  (an  average 
of  19  crossties  per  mile) . 

Although  service  to  the  entire  line  generates  a  loss, 
service  to  the  line  from  Milepost  3,0  to  Milepost  14.5 
(serving  shippers  at  Mineral  Ridge,  West  Austintown 
and  Canfield,  who  generated  1,329  carloads  in  1973) 
would  generate  $277,766  in  revenue  and  $301,903  in 
costs  with  a  resulting  loss  of  $24,137  or  $18  per  carload. 
An  18  percent  growth  in  traffic  or  a  5-percent  rate  in¬ 
crease  would  make  this  portion  of  the  line  financially 
self-sufficient. 

Recommendation 

It  is  recommended  that  the  portion  of  the  Lisbon 
Branch  from  Milepost  3.0  to  Milepost  14.5  be  included 
in  the  ConRail  System. 

Preliminary  Recommendation 

Although  the  preliminary  recommendation  is  that 
the  portion  of  the  Lisbon  Branch  from  Milepost  14.5  to 
Milepost  34.6  not  be  included  in  the  ConRail  System, 
the  possibility  of  providing  financially  self-sufficient 
service  to  Lisbon  from  the  existing  connection  with  the 
PC  line  at  Lee  ton  ia  must  be  explored  before  a  final  rec¬ 
ommendation  can  be  made.  If  this  is  possible,  service 
will  be  maintained  to  Leetonia  and  Lisbon  (Milepost 
22.5  to  Milepost  34.6). 

Under  1973  traffic,  revenue  and  cost  levels,  this  por¬ 
tion  of  the  line  generates  an  annual  excess  financial  bur¬ 
den  amounting  to  $161,349  or  $51  per  carload.  Recovery 
of  costs  would  require  approximately  a  95-percent,  in¬ 
crease  in  traffic  or  a  40-percent  rate  increase  over  the 
1973  levels. 

PORTION  OF  CLEVELAND  BRANCH 
USRA  Line  No.  7259 
Erie  Lackawanna 

This  portion  of  the  Cleveland  Branch  extends  from 
Solon  (Milepost  17.5)  to  Phalanx ,  Ohio  (Milepost 


Ohio 


40.5),  a  distance  of  23.0  miles,  in  Trumbull,  Portage, 
Geauga  and  Cuyahoga  Counties,  Ohio.  At  Solon  this 
line  continues  westward  to  Cleveland  and  at  Phalanx 
it  continues  eastward  to  Leavittsburg  and  Youngstown. 
At  Solon  it  crosses  the  N&W  Chagrin  Falls-Falls  Junc¬ 
tion  line.  This  line  was  not  described  as  potentially 
excess  in  the  U.S.  DOT  Report  (see  Zones  93,  94  and 
95). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Garrettsville-Hiram  _  156 

Mantua  -  88 

Aurora _  250 

Geauga  Lake _  79 


Total  carloads  generated  by  the  line -  573 

Average  carloads  per  week _  11.  0 

Average  carloads  per  mile _  24.  9 

Average  carloads  per  train _  3.  7 

1973  operating  information : 

Number  of  round  trips  per  year _  156 

Estimated  time  per  round  trip  (hours) _  8.0 

Locomotive  horsepower _ 1,  600 

Train  crew  size _ _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

However,  Penn  Sand  Glass  reported  at  the  RSPO 
hearings  in  March  1975,  that  in  1973  1,160  carloads 
were  generated  at  its  Phalanx  plant  (not  on  this  seg¬ 
ment)  and  72  cars  were  generated  at  its  Geauga  Lake 
Plant. 

Republic  Steel  reported  that  during  1974,  it  shipped 
8,352  carloads  of  iron  ore  from  the  EL  (NYP&O)  dock 
to  Warren  and  Youngstown. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL - $286,  660 

Average  revenue  per  carload -  $500 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice  : 

Cost  incurred  on  the  branch  line -  246,  205 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 
cost) -  0 
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Cost  incurred  beyond  the  branch  line —  $114,  514 

Total  variable  (avoidable)  cost - $360,  719 

Net  contribution  (loss):  total -  (74,059) 

Average  per  carload -  (129) 

This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration's 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

The  Erie  Lackawanna  currently  provides  passenger 
service  over  this  line.  This  passenger  service  receives 
no  public  financial  support.  The  above  analysis  will  be 
augmented  by  the  estimation  of  the  costs  incurred  by, 
and  the  revenues  received  by  the  carrier  in  providing 
this  service. 

This  line  currently  is  used  for  the  movement  of  a  sub¬ 
stantial  volume  of  ore  traffic.  In  addition,  a  solvent  car¬ 
rier  has  expressed  interest  in  acquiring  this  line.  The 
final  recommendation  will  depend  on  the  routing  of  this 
traffic. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Cleve¬ 
land  Branch  be  included  in  the  ConRail  system.  Con¬ 
tinued  operation  of  this  line  would  require  a  rail  service 
continuation  subsidy  or ,  acquisition  by  a  solvent  carrier 
or  requirements  for  the  through  routing  of  ore  traffic. 
Under  1973  traffic,  revenue  and  cost  levels,  this  line 
generates  an  annual  excess  financial  burden  amounting 
to  $74,059,  or  $129  per  carload.  Recovery  of  costs  would 
require  approximately  a  45-percent  increase  in  traffic 
or  a  25-percent  rate  increase  over  the  1973  levels.  Al¬ 
though  costs  may  be  reduced  by  lowering  the  frequency 
.  of  service,  this  alone  will  not  make  the  line  financially 
self-sufficient. 


PORTION  OF  JERSEY  CITY-CHICAGO  LINE 
USRA  Line  No.  1260 


Erie  Lackawanna 


Detroit.  To1. -to  >  Iron  ID. 
M0  in  Toledo  **  to  Oetro.t 

"%•  ./  MU  to  Fottotio 

PC  to  Ot, cop  :  •  /..• 

'•4.^  ^ PC  to  Put. tat 


DT  11  to  IrooMe 


i  /  /  PC  to  Doroidt 

V  L'  “°  * 

V  •  PORTION  OP  Toledo 

\  /  JERSEY  CITY-  .  1 

V/  CH'CAGO  lire,  el  •./  •  , 

•  K anted  ,  •  • 


^  EL -PC  )ftii  1  it  to  Celia 

MARIO*  MP  2  5  ^  .^•.Mer.on 


pci.  ■<  *\\ 

EL  le  Oejrten  /  ^  ^  s*e  to 


CalumiMt  Cohimbut 


This  portion  of  the  Jersey  City-Chicago  line  extends 
from  Marion  (Milepost  2.5)  to  Lima ,  Ohio  (Milepost 
54.3)  a  distance  of  51.8  miles ,  in  Marion,  Hardin  and 


Allen  Counties,  Ohio.  This  line  continues  eastward 
from  Marion  and  westward  from  Lima.  The  EL  Day- 
ton  Branch  connects  at  Marion.  All  of  these  EL  lines 
are  also  under  study  in  this  Report.  The  line  inter¬ 
sects  the  PC  Cleveland-Indianapolis  line  at  Marion 
jpid  the  PC  Western  and  Eastern  Branches  at  Kenton ; 
the  Eastern  Branch  is  also  under  study.  Lima  is  also 
served  by  the  PC  Pittsburgh-Chicago  line.  At  Marion, 
the  line  intersects  the  C&O  Toledo-Columbus  line  and 
the  N&W  Sandusky-Columbus  line.  At  Lima,  it  crosses 
the  B&O  Toledo-Cincinnati  line,  the  N&W  Fostoria- 
Muncie  line  and  the  Detroit,  Toledo  &  Ironton  RR 
main  line  between  Detroit  and  Ironton.  This  line  was 
not  described  as  potentially  excess  in  the  U.S.  DOT 
Report  (see  Zones  111  and  112). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 

Swan  Creek _  0 

DeCliff  _  3 

Hepburn  _  133 

Foraker _  17 

McGuffey  _  4 

Alger  _  270 

Ha r rod's  _  102 

Westminster  _  0 

Lima _ 2, 446 

Total  carloads  generated  by  the  line - 2, 975 

Average  carloads  per  week _  57.  2 

Average  carloads  per  mile _  57.  4 

Average  carloads  per  train _  19. 1 

1973  operating  information : 

Estimated  time  per  round  trip  (hours)1 _  17.0 

Locomotive  horsepower _ 1,  600 

Train  crew  size _  4 

1  Includes  switching  of  cars  at  Lima. 

Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secre¬ 
tary  of  Transportation's  Rail  Service  Report”  by  the 
Alger  Feed  and  Grain  Co.,  which  shipped  344  carloads 
in  1973,  indicated  that  they  would  realize  an  increase 
in  their  shipping  costs  of  10  to  15  cents  per  bushel  if 
they  were  forced  to  switch  to  motor  carriers.  Most  of 
the  shippers  on  this  line  complained  of  the  poor  service 
provided  by  the  Erie  Lackawanna  Railway. 

Information  for  Line  Retention  Decision 

Revenue  received  by  EL _ $1. 185,  065 

Average  revenue  per  carload _  $398 

Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _ 619, 178 

Cost  of  upgrading  branch  line  to  FRA 
Class  I :  ( 1/10  of  total  upgrading 
cost)  _ J _  0 
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Cost  incurred  beyond  the  branch  line__  $500,  870 


Total  variable  (avoidable  cost) _ $1,180,048 

Net  contribution :  total _  5, 017 

Average  per  carload _ _ _  2 


This  line  would  require  no  upgrading  to  meet  the  re* 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Kent  an  will  continue  to  receive  service  via  PC 
trackage. 

Lima  is  currently  served  by  both  the  B&O  and  the 
DT&I  Railroads.  The  traffic  generated  at  Lima  on  the 
Erie  Lackawanna  can  be  served  by  either  of  these 
carriers.  Exclusive  of  the  traffic  generated  at  Lima ,  this 
line  would  generate  an  annual  loss  amounting  to  $388,- 
200  or  $738  per  carload. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Jersey 
City-to-Chicago  Line  be  included  in  the  ConRail  Sys¬ 
tem.  It  is  recommended  that  service  to  Lima  traffic  be 
assumed  by  a  solvent  carrier  or  that  ConRail  serve  this 
traffic  using  trackage  rights  over  the  B&O  at  Lima. 

PORTION  OF  DAYTON  BRANCH 
USRA  Line  No.  7263 
Erie  Lackawanna 


CIO  to  Toledo  N&N  to  Sandusky 


EL  to  Dayton 

This  portion  of  the  Dayton  Branch  extends  from 
Marion  (Milepost  305.1)  to  Itichwood,  Ohio  (Milepost 
319.4),  a  distance  of  miles,  in  Marion  and  Union 
Counties,  Ohio.  At  Marion  the  line  meets  the  EL  Jersey 
City-to-Chicago  line.  From  Richwood,  it  continues 
southwestward  to  Dayton.  These  lines  are  also  under 
study  in  this  report  from  Marion  west  and  from  Rich- 
wood  southwest.  At  Marion,  it  also  intersects  the  PC 


Ohio 

Cleveland-Indianapolis  line,  the  C&O  Toledo-to-Col um- 
bus  and  N&W  Sandusky -to- Columbus  lines.  This  line 
was  not  described  as  potentially  excess  in  the  U.S.  DOT 
Report  except  for  the  portion  in  Union  County  (see 
Zones  110  and  112). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line : 


Green  Camp _ - _  202 

Richwood _  418 


Total  carloads  generated  by  the  line _  020 

Average  carloads  per  week _  11.  9 

Average  carloads  per  mile _  43.  4 

Average  carloads  per  train _  4.  0 

1973  Operating  Information : 

Number  of  round  trips  per  year _  156 

Estimated  time  per  round  trip  (hours) _  3.  0 

Locomotive  horsepower _ 2,  500 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  'by  the  Rich¬ 
wood  Feed  and  Grain  Co.  indicated  that  the  switch  to 
motor  carriers  would  increase  transportation  costs  by 
$6  per  ton.  Union  County  Farm  Bureau  would  have 
shipped  an  additional  225  carloads  had  rail  cars  been 
available.  The  Green  Camp  Elevator  Co.  stated  that 
they  had  to  wait  over  a  month  to  receive  ordered  cars 
from  Erie  Lackawanna. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL - $214,  976 

Average  revenue  per  carload _  $345 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  133,  364 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 

cost ) _  0 

Cost  incurred  beyond  the  branch  line —  112,  715 


Total  variable  (avoidable)  cost _  246,079 


Net  contribution  (loss)  :  total _  (32,  003) 

Average  per  carload -  (52) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.) . 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Day- 
ton  Branch  be  included  in  the  ConRail  System.  Con 
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tinued  operation  of  this  line  would  require  a  rail  serv¬ 
ice  continuation  subsidy.  Under  1973  traffic,  revenue  and 
cost  levels,  this  line  generates  an  annual  excess  financial 
burden  amounting  to  $32,003,  or  $52  per  carload.  Recov¬ 
ery  of  costs  would  require  approximately  a  30-percent 
increase  in  traffic  or  a  15-percent  rate  increase  over  the 
1973  levels.  Although  costs  may  be  reduced  by  reducing 
the  frequency  of  service,  this  alone  will  not  make  the 
line  financially  self-sufficient. 

PORTION  OF  DAYTON  BRANCH 
U5RA  Line  No.  1264 
Erie  Lackawanna 

EL  to  Marion  — */' 


/ 


EL  to  Dayton  — 

/  PC  to  Springfield 


This  portion  of  the  Dayton  Branch  extends  from 
Richwood  (Milepost  319.4)  to  Urbana ,  Ohio  (Milepost 
352.1),  distance  of  32.7  miles ,  in  Union  and  Champaign 
Counties,  Ohio.  This  line  continues  northeastward 
from  Richwood  and  south  westward  from  Urbana;  both 
continuations  are  also  under  study  in  this  Report.  The 
line  is  intersected  by  the  PC  Western  Branch  at  Peoria 
and  the  PC  Bellefontaine  Branch  and  Columbus-Lo- 
gansport  line  at  Urbana.  This  line  was  described  as 
potentially  excess  in  the  U.S.  DOT  Report  except  for 
short  portions  near  Peoria  and  Urbana  (see  Zone  110). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Claiborne _  12 

Broadway  _  36 

Peoria  _  1 

North  Lewisburg _ I _  1 

Mingo  _  6 

King’s  Creek  _  0 

Total  carloads  generated  by  the  line _  56 

Average  carloads  per  week _  1.1 

Average  carloads  per  mile _  1.  7 

Average  carloads  per  train _  1. 1 


1263,  1264,  1265 


1973  operating  information : 

Number  of  round  trips  per  year -  52 

Estimated  time  per  round  trip  (hours)  _  3.0 

.Locomotive  horsepower _ 2,  500 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta' 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ , _  $17,  898 

Average  revenue  per  carload _  $320 

Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  235,  511 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  (1/10  of  total  upgrading  cost)  0 

Cost  incurred  beyond  the  branch  line _  5, 321 

Total  variable  (avoidable)  cost _  240,832 

Net  contribution  (loss):  total _  (222,934) 

Average  per  carload _  (3,981) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Dayton 
Branch  be  included  in  the  ConRail  System.  Continued 
operation  of  this  line  would  require  a  rail  service  con¬ 
tinuation  subsidy.  Under  1973  traffic,  revenue  and  cost 
levels,  this  line  generates  an  annual  excess  financial  bur¬ 
den  amounting  to  $223,934,  or  $3,981  per  carload.  Re¬ 
covery  of  costs  would  require  approximately  an  eigh¬ 
teenfold  increase  in  traffic  or  a  1245-percent  rate  increase 
over  the  1973  levels. 

PORTION  OF  DAYTON  BRANCH 
USRA  Line  No.  1265 
Erie  Lackawanna 

This  portion  of  the  Dayton  Branch  extends  from 
Urbana  (Milepost  352.1)  to  Bowlusville ,  Ohio  (Mile¬ 
post  360.0) ,  a  distance  of  7.9  miles ,  in  Champaign  Coun¬ 
ty,  Ohio.  This  line  continues  northeastward  from 
Urbana  and  south  westward  from  Bowlusville,  both  con¬ 
tinuations  also  being  under  study  in  this  Report.  At 
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PC  to  Bellefontaine 

V. 


-EL  to  Marion 


PC  to  Logan  sport.  Ind. 

.i— 


PORTION  OF  DAYTON 
BRANCH.  EL 

✓ 


Bowlusville  #. 

BOWLUSVILLE  ' 

MP  360.0  W/ 

EL  to  Dayton  (PC  has  /^Glen  Echo 
Trackage  Rights)  N*/  . 

/  U —  PC  to  Springfield 
/  * 


URBANAMP  352.1 
I^^Urbana 


PC  to  Columbus 


Urbana,  the  line  intersects  the  PC’s  Bellefontaine 
Branch  and  Columbus-Logansport  line.  This  line  was 
described  as  potentially  excess  in  the  U.S.  DOT  Report 
(see  Zone  110). 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation's  Rail  Service  Report”  indicated  that 
the  Champaign  County  Farm  Bureau  Co-op  Associa¬ 
tion,  Inc.  would  have  shipped  an  additional  119  car¬ 
loads  if  rail  cars  had  been  available. 


Information  for  Line  Retention  Decision 

This  line  will  be  served  via  PC  trackage  from  the 
Bellefontaine  Branch  at  Urbana  or  via  PC  trackage  at 
Glen  Echo. 


Recommendation 

It  is  recommended  that  this  portion  of  the  Dayton 
Branch  be  included  in  the  ConRail  System  or  the  system 
of  a  solvent  carrier. 


PORTION  OF  DAYTON  BRANCH 
USRA  Line  No.  7266 
Erie  Lackawanna 

This  portion  of  the  Dayton  Branch  extends  from 
Bowlusville  (Milepost  360.0)  to  Fairborn,  Ohio  (Mile¬ 
post  376.1),  a  distance  of  16.1  miles ,  in  Clark  and  Greene 
Counties,  Ohio.  This  line  continues  northeastward  from 
Bowlusville  and  southwestward  from  Fairborn,  both 
continuations  also  being  under  study  in  this  Report.  At 
Glen  Echo,  the  line  meets  the  Bellefontaine  Branch  of 


BOWLUSVILLE  MP  340  0 
Detroit.  Toledo! 

I  ronton  RR  to  Detroit 


EL  to  Marion 

s 

* 

Bowlusville  / 

0  ✓ 


PC  to  Bellefontaine 


Glen  Echo, 


PC  to  Indianapol 

PORTION  OF  DAYTON 
BRANCH  EL 
(PC  HAS  TRACKAGE 
RIGHTS  GLEN  ECHO-COLD 
SPRINGS. 

EL-PC  JOINT  LINE 
COLD  SPRINGS-FAIRBORN)  ^Fairborn 


A 

*•.  f  I*-  PC  to  Springfield 
aitland*tj  ^ 

ip.li,  /  OT! I  to  Springfi 

•  — .  — ■  — *—  PC  to  Springfieli 


eld  and  Ironton 
Springfield  and  Columbus 


/«— EL-PC  Joint  Line  to  Da, ton 


the  PC  and  at  Cold  Springs  the  PC  Columbus-In- 
dianapolis  line  via  Springfield.  The  PC  operates  over 
this  EL  line  bet  ween  Glen  Echo  and  Cold  Springs  under 
a  trackage  rights  agreement.  Between  Cold  Springs  and 
Fairborn  this  is  a  joint  EL-PC  line.  The  Detroit,  To¬ 
ledo  &  Ironton  RR  Main  Line  between  Detroit  and 
Ironton  crosses  at  Maitland.  This  line  was  described  as 
potentially  excess  in  the  U.S.  DOT  Report  (see  Zones 
108  and  109). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Maitland  _  1 

Sugar  Grove  Hill _  0 

Durbin _  0 

Cold  Springs - 1 —  0 

Enon _ 0 


Total  carloads  generated  by  the  line -  1 

Average  carloads  per  week -  — 

Average  carloads  per  mile -  0. 1 

Average  carloads  per  train _  0.  5 

1973  operating  information : 

Number  of  round  trips  per  year -  2 

Estimated  time  per  round  trip  (hours) -  5.0 

Locomotive  horsepower _ 1,  600 

Train  crew  size _ - _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicates  that 
the  Springfield  Gravure  Corp.  anticipates  future 
growth  plans,  and  they  will  be  completing  the  construc¬ 
tion  of  an  additional  plant  facility  and  rail  siding. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $251 

Average  revenue  per  carload -  $251 
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Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _ $128, 187 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  ( 1/10  of  total  upgrading  cost)  11,  463 
Cost  incurred  beyond  the  branch  line _  161 


Total  variable  (avoidable)  cost _ $139,791 


Net  contribution  (loss)  :  total _  (139,540) 

Average  per  carload _  (139,540) 


This  line  would  require  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.).  Based  on 
available  information,  this  upgrading  would  include  the 
replacement  of  a  total  of  1,200  crossties  (an  average  of 
75  crossties  per  mile). 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Dayton 
Branch  be  included  in  the  ConRail  System.  Continued 
operation  of  this  line  would  require  a  rail  service  con¬ 
tinuation  subsidy.  Under  1973  traffic,  revenue  and  cost 
levels,  this  line  generates  an  annual  excess  financial  bur¬ 
den  amounting  to  $139,540,  or  $139,540  per  carload.  Re¬ 
covery  of  costs  would  require  a  very  large  increase  in 
traffic. 

PORTION  OF  DAYTON  BRANCH 
USRA  Line  No.  1267 
Erie  Lackawanna 

This  portion  of  the  Dayton  Branch  extends  from 
Fairborn  (Milepost.  376.1)  to  Dayton ,  Ohio  (Milepost 
388.5),  a  distance  of  124  miles,  in  Greene  and  Montgom¬ 
ery  Counties,  Ohio.  This  line  continues  northeastward 
from  Fairborn  to  Cold  Springs  and  Marion.  Between 
Tates  Point  and  Fairborn,  it  is  joint  track  with  the  PC. 
At  Tates  Point,  the  B&O  crosses  and  the  PC  continues 
southward,  meeting  the  EL  again  at  Dayton  (Taylor 
Street).  At  Dayton  (Taylor  Street),  the  B&O  comes 
in  from  Toledo  and  continues  southward  over  the  Day- 
ton  Union  Ry.  This  line  was  described  as  potentially 
excess  in  the  U.S.  DOT  Report  (see  Zone  108). 


1266,  1267 


EL-PC  Joint  line  to  Cold  Springs 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  by  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report”  indicated  that 
Price  Brothers,  located  in  Dayton,  shipped  concrete 
products  too  heavy  to  ship  via  motor  carrier  and  that 
elimination  of  service  would  result  in  the  termination 
of  100  jobs. 

Additional  testimony  by  Duriron  Co.  indicated  that 
special  rail  cars  are  employed  to  handle  inbound  ship¬ 
ments  of  foundry  sand  and  that  these  cars  require  spe¬ 
cial  unloading  facilities  costing  $500,000  to  construct. 
Also  Duriron  has  an  annual  payroll  of  $21.25  million 
and  loss  of  rail  service  would  terminate  1,874  employees. 

At  the  most  recent  RSPO  hearings,  held  in  March 
1975,  Price  Brothers  Co.  reported  that,  unless  service  is 
retained  along  this  line,  they  will  be  unable  to  ship  the 
concrete  products  manufactured  at  their  Dayton  plant. 

Information  for  Line  Retention  Decision 

This  line  can  be  served  via  PC  trackage  from  either 
Dayton  or  Fairborn.  Traffic  generated  on  this  line  at 
Dayton,  Wright  and  Fairborn  amounts  to  3,847  carloads 
annually. 

Recommendation 

It  is  recommended  that  this  portion  of  the  Dayton 
Branch  be  included  in  the  ConRail  System  or  the  system 
of  a  solvent  carrier. 
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DSRA  Termini 

line  number 


Intrastate 

Pennsylvania 

1222  At  Bath 

1224  Avoca  to  Pittston  (Thompson  Street  ) 

1225  Rock  Junction  to  Jessup 

1226  Avoca  to  Jefferson  Junction  (D&H  Trackage 

Rights ) 

1228  Kingston  to  Northumberland 

1229  Old  Line  Junction  to  Nicholson 

1238  Lackawaxen  to  Honesdale 

1252  Howard  to  Crenshaw' 

1254  Jefferson  Junction  Connection  to  D&H  at 

Lanesboro 

1256  Farrell  to  New  Castle 

Interstate 

New  York-Pennsylvania  (these  lines  are  discussed  under 
New  York) 


Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Bath  _  7 


Total  carloads  generated  by  the  line -  7 

Average  carloads  per  week -  0. 1 

Average  carloads  per  mile -  4.  7 

Average  carloads  per  train -  0.  5 

1973  operating  information: 

Number  of  round  trips  per  year -  14 

Estimated  time  per  round  trip  (hours) -  0.  5 

Locomotive  horsepower - 1,  600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 


1251  Carrollton,  N.Y.  to  Lewis  Run.  Pa. 

1255  Niobe  Junction,  N.Y.  to  Corry  (CM  Junction), 

Pa.  (via  Bear  Lake) 


PORTION  OF  BANGOR  &  PORTLAND  BRANCH 
U5RA  Line  No.  1222 
Erie  Lackawanna 

EL  to  Portland 


Belfast  Junction 
Hercules  Junction 

Mi. 


■  V 


Northampton  &  Bath  RR 
to  Northampton 


✓  Tj  Stock ertown 

'  "  t 


Nazareth 

I. Smiles  BATH  MP  109.0 

A  \ 

PORTION  OF  BANGOR  ft 
PORTLAND  BRANCH.  EL 

LV(LSNE)  /  VlV(LSNE) 
to  Shoenersville  *  to  Bethlehem 


/l*° 


LV  (LANE) 
Martin's  Creek 


LV  to  Easton 


This  portion  of  the  Bangor  &  Portland  Branch  ex¬ 
tends  from  Milepost  109.0  to  Milepost  110.5,  a  distance 
of  1.5  miles ,  at  Bath  in  Northampton  County,  Pa.  At 
Milepost  109.0  the  line  continues  to  Portland,  Pa.  At 
Bath  it  connects  with  the  Lehigh  &  New  England  Ry. 
and  the  Northampton  &  Bath  RR.  This  line  was  not 
described  as  potentially  excess  in  the  U.S.  DOT  Re¬ 
port  (see  Zone  69). 


Information  for  Line  Retention  Decision 

Revenue  received  by  EL - $1, 700 

Average  revenue  per  carload _  $243 


Variable  (avoidable)  cost  of  continued  service : 

Cost  incurred  on  the  branch  line _  9, 951 

Cost  of  upgrading  branch  line  to  FRA  Class 

I:  (1/10  of  total  upgrading  cost) -  0 

Cost  incurred  beyond  the  branch  line _  1, 331 


Total  variable  (avoidable)  cost - 11,282 


Net  contribution  (loss)  :  total -  (9,582) 

Average  per  carload _  (1,  369) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Traffic  interchanged  at  Bath  with  the  Northampton 
&  Bath  RR.  will  continue  to  be  interchanged  at  North¬ 
ampton,  and  traffic  interchanged  with  the  Lehigh  & 
New  England  Ry.  will  continue  to  be  interchanged  at 
Bethlehem. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Bangor 
&  Portland  Branch  be  included  in  the  MARC-EL  Sys- 


21454 


FEDERAL  REGISTER 


1222,  1224,  1225 

tem  or  the  ConRail  System.  Continued  operation  of  this 
line  would  require  a  rail  service  continuation  subsidy. 
Under  1973  traffic,  revenue  and  cost  levels,  this  line 
generates  an  annual  excess  financial  burden  amounting 
to  $9,582,  or  $1,369  per  carload.  Recovery  of  costs  would 
require  approximately  a  twenty-sixfold  increase  in  traf¬ 
fic  or  a  565-percent  rate  increase  over  the  1973  levels; 


PORTION  OF  WYOMING  BRANCH 
U5RA  Line  No.  1224 
Erie  Lackawanna 


MH  to  Albany.  N  Y.  (EL  hat  Trackage 
Rights  to  Jefferson  Junction) 


This  portion  of  the  Wyoming  Branch  extends  from 
Pittston  ( Thompson  Street )  (Milepost  1.8)  to  Avoca, 
Pa.  (Milepost  6.3),  a  distance  of  1^.5  miles,  in  Luzerne 
County,  Pa.  At  Avoca,  this  line  continues  east  to  Rock 
Junction.  At  Pittston  (Thompson  Street)  it  continues 
south  westward  to  Plains  Junction,  which  continuation 
is  also  under  study  in  this  Report.  At  Avoca  it  con¬ 
nects  with  an  EL  line  to  Duryea  Junction  and  with  the 
D&H  Albany-Wilkes-Barre  line.  The  EL  has  trackage 
rights  over  the  D&H  from  Avoca  to  Jefferson  Junction, 
also  under  study  in  this  report.  This  line  was  not  de¬ 
scribed  as  potentially  excess  in  the  U.S.  DOT  Report 
(see  Zone  72). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  earloads)  served  by  this  line: 


Pittston _  32 


Total  carloads  generated  by  the  line _  32 

Average  carloads  per  week _  0. 6 

Average  carloads  per  mile _  7.  i 

Average  carloads  per  train _  0. 6 


Pennsylvania 


1973  operating  information : 

Number  of  round  trips  per  year _  52 

Estimated  time  per  round  trip  (hours) _  3.  0 

Locomotive  horsepower _ ^ _ 1,  500 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ ! _ $12,  516 

Average  revenue  per  carload _  $391 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice: 

Cost  incurred  on  the  branch  line _  36,  536 

Cost  of  upgrading  branch  line  to  FRA 

Class  I:  (1/10  of  total  upgrading  cost).  0 
Cost  incurred  beyond  the  branch  line -  8,  643 


Total  variable  (avoidable)  cost -  45, 179 


Net  contribution  (loss)  :  total -  (32,663) 

Average  per  carload -  (1,021) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has 
a  maximum  safe  operating  speed  of  10  m.p.h.). 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Wy¬ 
oming  Branch  be  included  in  the  MARC-EL  System 
or  the  ConRail  System.  Continued  operation  of  this 
line  would  require  a  rail  service  continuation  subsidy. 
Under  1973  traffic,  revenue  and  cost  levels,  this  line 
generates  an  annual  excess  financial  burden  amounting 
to  $32,663,  or  $1,021  per  carload.  Recovery  of  costs 
would  require  approximately  an  eightfold  increase  in 
traffic  or  a  260-percent  rate  increase  over  the  1973  levels. 

JESSUP  BRANCH 
USRA  Line  No.  122 5 
Erie  Lackawanna 

The  Jessup  Branch  extends  from  Rock  Junction 
(Milepost  0)  to  Jessup ,  Pa.  (Milepost  6.7),  a  distance 
oi€.7  miles ,  in  Lackawanna  County,  Pa.  At  Rock  Junc¬ 
tion  this  line  connects  with  the  EL’s  Wyoming  Branch. 
This  line  was  not  described  as  potentially  excess  in  the 
U.S.  DOT  Report  (see  Zone  71 ) . 
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•*  D&H  to  Albany  (EL  has  Trackage 
/^Rights  to  Jefferson  Junction) 


Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Underwood -  0 

Jessup _  124 

Scranton 1 _  256 


Total  carloads  generated  by  the  line _  380 

Average  carloads  per  week -  7.  3 

Average  carloads  per  mile _ _ _ , _  56.  7 

Average  carloads  per  train _  7. 3 

1973  operating  information : 

Number  of  round  trips  per  year _  52 

Estimated  time  per  round  trip  (hours) _  6.0 

Locomotive  horsepower _ 1, 500 

Train  crew  size _  4 


1  Includes  only  traffic  on  this  segment  at  Dunniore. 

Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.”  However,  at  the  RSPO 
hearings  held  in  Scranton  in  March  1975,  testimony 
received  indicated  that  in  1973  the  Trane  Co.  generated 
7  carloads,  Supermarket  Service  Corp.  generated  200 
carloads,  and  RCA  generated  1,648  carloads  at 
Dunmore. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _  $115, 942 

Average  revenue  per  carload _  $305 


Variable  (avoidable)  cost  of  continued  0 

service : 

Cost  incurred  on  the  branch  line _  73, 953 


1225,  1226 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 


cost) _  0 

Cost  incurred  beyond  the  branch  line _  $63,  814 

Total  variable  (avoidable)  cost -  $137,  767 

Net  contribution  (loss)  :  total _  (21,825) 

Average  per  carload _  (57) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.) . 

Available  information  indicates  that  the  vast  ma¬ 
jority  of  the  RCA  traffic  (Dunmore)  is  TOFC/COFC 
traffic  which  is  actually  handled  in  Scranton.  In  addi¬ 
tion,  a  shipper  at  Dunmore  who  generated  233  carloads 
in  1973,  has  ceased  operation.  Without  this  traffic,  the 
above-reported  loss  would  have  been  $49,865. 

Preliminary  Recommendation 

It  is  not  recommended  that  the  Jessup  Branch  be  in¬ 
cluded  in  the  MARC-EL  System  or  the  ConRail  Sys¬ 
tem.  Continued  operation  of  this  line  would  require 
a  rail  service  continuation  subsidy.  Under  1973  traffic, 
revenue  and  cost  levels,  this  line  generates  an  annual 
excess  financial  burden  amounting  to  $21,825,  or  $57  per 
carload.  Recovery  of  costs  would  require  approximately 
a  42-percent  increase  in  traffic  or  a  19-percent  rate  in¬ 
crease  over  the  1973  levels. 


TRACKAGE  RIGHTS  OVER  D&H  RY 
USRA  Line  No.  1226 
Erie  Lackawanna 

These  trackage  rights  over  the  D&H  Ry  extend  from 
Jefferson  Junction  (Milepost  140.7)  to  An  oca.  Pa. 
(Milepost  192.2),  a  distance  of  51  £  miles ,  in  Luzerne, 
Lackawanna,  Wayne  and  Susquehanna  Counties,  Pa. 
At  Jefferson  Junction,  the  EL  continues  to  Lane^boro 
on  its  own  tracks,  and  the  D&H  extends  northward  to 
Albany,  N.Y.  The  EL  line  to  Lanesboro  is  also  under 
study  in  this  report.  At  Avoca  the  D&H  runs  south  to 
Wilkes-Barre,  and  the  EL  Wyoming  Branch  and  a  line 
to  Duryea  Junction  intersect.  The  Wyoming  Branch  is 
also  under  study  in  this  Report  from  Avoca  to  Plains 
Junction.  At  Scranton,  the  EL  Hoboken-Binghamton 
line  via  East  Stroudsburg  and  the  Bloom^burg  Branch 
intersect.  This  line  was  not  described  as  potentially 
excess  in  the  U.S.  DOT  Report  (see  Zones  53,  70,  71  and 
72). 
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D&H  to  Albany.  N.Y. 


EL  to  Port  Jervis,  N.Y. 
and  Hoboken.  N.J 


JEFFERSON  JUNCTION 


EL  TRACKAGE  RIGHTS 
OVER  D&H  Ry 


LV  to  Buffalo,  N.Y. 


Pittson 


4, — EL  to  Stroudsburg,  Pa. 

c  “ and  Hoboken.  N.J. 
Scranton 


EL  TRACKAGE  RIGHTS 
OVER  D&H  RY 


l«-EL  to  Rock  Junction 


Hillside  Junction 


f  uuryea  junction  a 

>n  >unc7oXjf- - a'.'Tlv-c7 ”  V 

/  \  Plains  /\  •  _  I^EI  to  Suscon 

/  &  Junction  y  VL  Dupont 


Pittston 


EL  to  Northumberland  \  | 

LV  to  Wilkes-Barre  ! 


\*-LV  to  Allentown 
\ 

4-D&H  to  Wilkes-Barre 


'EL  (L&WV)  to  Wilkes-Barre 


Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Thompson _  98 

Uniondale _  2 

Forest  City _  2 

Cartjondale _ 0 


“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL - $35,  392 

Average  revenue  per  carload -  $347 


Variable  (avoidable)  cost  of  continued  serv¬ 
ice  : 

Cost  incurred  on  the  branch  line 1 -  47,  817 

Cost  of  upgrading  branch  line  to  FRA  Class 

I :  ( 1/10  of  total  upgrading  cost ) -  0 

Cost  incurred  beyond  the  branch  line -  18, 001 


Total  variable  (avoidable)  cost -  65,818 


Net  contribution  (loss):  total _  (30,426) 

Average  per  carload _  (298) 


1  Excludes  ownership  and  maintenance  costs  due  to  D&H  ownership 
and  use. 

This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h. ) . 

This  line  is  owned  by  the  D&H  for  use  as  a  through 
route ;  therefore ,  local  services  can  be  continued  by  the 
D&H . 

Preliminary  Recommendation 

It  is  not  recommended  that  these  trackage  rights  over 
this  portion  of  the  D&H  Ry.  be  included  in  the  MARC¬ 
EL  System  or  the  ConRail  System.  Continued  opera¬ 
tion  of  this  line  would  require  a  rail  service  continua¬ 
tion  subsidy.  Under  1973  traffic,  revenue  and  cost  levels, 
this  line  generates  an  annual  excess  financial  burden 
amounting  to  $30,426,  or  $298  per  carload.  Recovery  of 
costs  would  require  approximately  a  twofold  increase 
in  traffic  or  an  86-percent  rate  increase  over  the  1973 
levels. 


PORTION  OF  BLOOMSBURG  BRANCH 
U5RA  Line  No.  7228 


Total  carloads  generated  by  the  line _  102 

Average  carloads  per  week _  2.  0 

Average  carloads  per  mile _  2.  0 

Average  carloads  per  train _  2.  0 

1973  operating  information : 

Number  of  round  trips  per  year _  52 

Estimated  time  per  round  trip  (hours) _  12.  0 

Locomotive  horsepower _ 1, 600 

Train  crew  size _ ; _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 


Erie  Lackawanna 


EL  to  So  on  too 


PC  10  Harrisburg 
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This  portion  of  the  Bloomsburg  Branch  extends  from 
Kingston  (Milepost  153.9)  to  Northumberland ,  Pa. 
(Milepost  213.5)  a  distance  of  59.6  miles ,  in  Luzerne, 
Columbia,  Montour  and  Northumberland  Counties,  Pa. 
At  Kingston,  this  line  continues  northeastward  to 
Scranton;  at  Avondale  an  EL  branch  diverges  to 
Loomis,  also  under  study  in  this  report.  At  Northum¬ 
berland  the  line  connects  with  the  PC  Harrisburg- 
Buffalo  line  and  at  Berwick  with  the  PC.  It  connects 
with  the  RDG’s  Catawissa  Branch  (also  under  study) 
at  Rupert  and  Danville,  and  with  the  RDG’s  Blooms¬ 
burg  Branch  at  Rupert.  This  line  was  not  described 
as  potentially  excess  in  the  U.S.  DOT  Report  (see 
Zones  72  and  82). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line : 


Plymouth  Junction _ * _  3 

Plymouth _ , _ _ _  6 

West  Nanticoke _  7 

Shlckshinny  _  0 

Hicks  Ferry _  1 

Lime  Ridge _  504 

Aimed  i  a _  0 

Espy _  0 

Bloomsburg _ i. _  515 

Rupert _  2 

Danville _  366 

Northumberland  _  346 

Total  carloads  generated  by  the  line _ * _ 1,  750 

Average  carloads  per  week _  33.  6 

Average  carloads  per  mile _  29.  3 

Average  carloads  per  train _  7. 0 

1973  operating  information : 

Number  of  round  tripe  per  year _  250 

Estimated  time  per  round  trip  (hours) _  12.0 

Locomotive  horsepower _ 1,  600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secretary 
of  Transportation’s  Rail  Service  Report*’  indicated  that 
portions  of  this  line  were  heavily  damaged  by  Hurri¬ 
cane  Agnes  in  1972,  and  the  U.S.  Department  of  Trans¬ 
portation  granted  flood  loans  for  line  repair.  The  entire 
Bloomsburg  line  generated  112.7  oars  per  mile  last  year 
and  witnesses  believe  that,  although  the  potentially  ex¬ 
cess  portion  yielded  less  volume,  the  entire  line  should 
remain  intact.  Champion  Valley  Farms  (818  terminat¬ 
ing  carloads  in  1973)  was  considering  the  construction 
of  a  new  plant.  If  this  line  were  abandoned,  they  would 
require  2,100  trucks  per  year  to  accommodate  freight 
shipments.  Pennsylvania  Power  and  Light  Co.  is  cur¬ 
rently  building  two  nuclear  generating  units,  and  they 
would  be  wholly  dependent  on  the  portion  of  the  line 
between  Berwick  and  Avondale.  They  are  anticipating 


1228,  1229 

3,000  carloads  of  materials  during  the  6-year  construc¬ 
tion  period. 

Information  provided  by  the  Citizens  Against  Nu¬ 
clein*  Dangers  at  the  RSPO  hearings  held  in  March 
1975,  indicated  that  this  group  objects  to  the  construc¬ 
tion  of  a’railroad  bridge  over  U.S.  Highway  11  which 
would  be  used  to  transport  radioactive  cargoes  to  and 
from  the  Berwick  atomic  power  plant. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ 1  $727,  222 

Average  revenue  per  carload _  $416 

Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  639,  223 

Cost  of  upgrading  branch  line  to  FRA 
Class  I :  (1/10  of  total  upgrading  cost).  0 

Cost  incurred  beyond  the  branch  line _  488,  301 

Total  variable  (avoidable)  cost _  1,127,524 

Net  contribution  (loss):  total _  (400,302) 

Average  per  carload _  (229) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Berwick  will  continue  to  receive  service  by  PC 
trackage. 

Penn  Central  line  segment  192/192a/192b  (Sunbury 
to  Wilkes-Barre),  which  parallels  this  line,  is  being 
considered  for  continued  use  as  a  through  route  by  the 
I)&H  Ry.  The  use  of  this  PC  line  for  through  service 
will  preserve  local  service  to  the  majority  of  the  traffic 
generated  on  Erie  Lackawanna  line  segment  1228. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Blooms¬ 
burg  Branch  be  included  in  the  MARC-EL  System  or 
the  ConRail  System.  Continued  operation  of  this  line 
would  require  a  rail  service  continuation  subsidy.  Under 
1973  traffic,  revenue  and  cost  levels,  this  line  generates 
an  annual  excess  financial  burden  amounting  to  $400,- 
302,  or  $229  per  carload.  Recovery  of  costs  would  re¬ 
quire  approximately  a  170-percent  increase  in  traffic 
or  a  55-percent  rate  increase  over  the  1973  levels.  Al¬ 
though  costs  may  be  reduced  by  reducing  the  frequency 
of  service,  this  alone  will  not  make  the  line  financially 
self-sufficient. 

OLD  LINE 

USRA  Line  No.  1229 
Erie  Lackawanna 

The  Old  Line  extends  from  Old  Line  Junction  (Mile¬ 
post  155.0)  to  Foster  (Milepost  157.8)  and  Nicholson , 
Pa.  (Milepost  152.1),  a  distance  of  5.7  miles ,  in  Sus- 
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EL  to  Binghamton  / 

V 

FOSTER 


OLD  LINE,  EL 
5.7  miles 

NICHOLSON 


OLD  LINE  JUNCTION 


EL  to  Scranton 


quehanna  and  Wyoming  Counties,  Pa.  This  line  con¬ 
nects  with  the  EL*s  Binghamton-Scranton  line  at  Old 
Line  Junction.  This  line  was  not  described  as  potentially 
excess  in  the  IT.S.  DOT  Report  (see  Zones  53  and  73). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Nicholson  _  158 

Foster  _  77 


Total  carloads  generated  by  the  line -  235 

Average  carloads  per  week _  4.  5 

Average  carloads  per  mile _  41. 2 

Average  carloads  per  train _  4.  5 

1973  operating  information : 

Number  of  round  trips  per  year _  52 

Estimated  time  per  round  trip  (hours) _  4.0 

Locomotive  horsepower _ 1,  600 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 


Information  for  Line  Retention  Decision 

Revenue  received  by  EL _  $85,  402 

Average  revenue  i>er  carload _  $363 


Variable  (avoidable)  cost  of  continued  service : 

Cost  incurred  on  the  branch  line _  54, 001 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  (1/10  of  total  upgrading  cost) _  0 

Cost  incurred  beyond  the  branch  line _  50,  897 


Total  variable  (avoidable)  cost _  104,898 


Net  contribution  (loss):  total _  (19,496) 

Average  per  carload _  (83) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 


Pennsylvania 

minimum  safety  standards  (Class- 1  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.li.) . 

Preliminary  Recommendation 

It  is  not  recommended  that  the  Old  Line  be  included 
in  the  MARC-EL  System  or  the  ConRail  System.  Con¬ 
tinued  operation  of  this  line  would  require  a  rail  service 
continuation  subsidy.  Under  1973  traffic,  revenue  and 
cost  levels,  this  line  generates  an  annual  excess  financial 
burden  amounting  to  $19,496,  or  $83  per  carload.  Re¬ 
covery  of  costs  would  require  approximately  a  55-per- 
cent  increase  in  traffic  or  a  25-percent  rate  increase  over 
the  1973  levels. 


HONESDALE  BRANCH 


U5RA  Line  No.  1238 


Erie  Lackawanna 

EL  to  Binghamton,  N.Y. 


v/ 


HONESDALE 


25.7  miles  LACKAWAXEN 

- 7 

HONESDALE  BRANCH.  EL 


EL  to  Port  Jervis,  N.Y.  and  Hoboken,  N.J. 


The  Honesdale  Branch  extends  from  Lackawaxen 
(Milepost  109.3)  to  Honesdale ,  Pa.  (Milepost  135.0), 
a  distance  of  25.7  miles ,  in  Pike  and  Wayne  Counties, 
Pa.  At  Lackawaxen,  this  line  connects  with  the  EL 
Hoboken-Binghamton  line  via  Port  Jervis.  This  line 
was  described  as  potentially  excess  in  the  U.S.  DOT 
Report  (see  Zone  70). 


Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Phoenix _  0 

East  Hawley _  0 

Church  Street _  0 

White  Mills _  60 

East  Honesdale _  0 

Honesdale _ _ _ 2, 328 


Total  carloads  generated  by  the  line - —  2, 388 

Average  carloads  per  week -  45.9 

Average  carloads  per  mile _  92.  9 

Average  carloads  per  train _  9. 5 

1973  operating  information : 

Number  of  round  trips  per  year _ .' -  250 

Estimated  time  per  round  trip  (hours) _  8.  0 

Locomotive  horsepower  _  1,000  , 

Train  crew  size _ 4 
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Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

Information  provided  at  the  hearings  conducted  by 
the  Rail  Services  Planning  Office  as  reflected  in  their 
reports  entitled  “The  Public  Response  to  the  Secre¬ 
tary  of  Transportation’s  Rail  Service  Report”  indi¬ 
cated  that  the  Honesdale  Milling  Co.  recently  rebuilt 
their  plant  after  a  fire,  and  they  expect  to  increase  their 
rail  traffic  in  the  coming  years.  Moore  Business  Forms, 
the  largest  form  company  in  the  world,  would  incur 
shipping  costs  of  at  least  $106,000  per  month  if  they 
switched  to  motor  carriers.  They  also  expect  additional 
rail  traffic  within  the  next  few  years.  S.  J.  Bailey  and 
Sons  cited  the  rail  car  shortage  as  their  major  disad¬ 
vantage  experienced,  while  the  Worth  Bat  Co.  would 
be  forced  out  of  business  if  the  line  were  abandoned. 
Union  Carbide  is  interested  in  opening  a  newT  facility 
in  Wayne  County,  but  rail  service  is  a  necessary  re¬ 
quirement  for  such  construction. 

At  the  RSPO  hearings  held  in  March  1975,  the  Penn¬ 
sylvania  Power  &  Light  Co.  reported  that  a  major 
generating  plant  was  operating  at  Hawley. 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ _ _  $587, 450 

Average  revenue  per  carload _  $246 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  330, 265 

Cost  of  upgrading  branch  line  to  FRA 

Class  I :  (1/10  of  total  upgrading  cost) _  0 

Cost  incurred  beyond  the  branch  line _  388,  536 


Total  variable  (avoidable)  cost _  718,801 


Net  contribution  (loss)  :  total _  (131,351) 

Average  per  carload - : _  (55) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Preliminary  Recommendation 

It  is  not  recommended  that  the  Hbnesdale  Branch  be 
included  in  the  MARC-EL  System  or  the  ConRail  Sys¬ 
tem.  Continued  operation  of  this  line  would  require 
a  rail  service  continuation  subsidy.  Under  1973  traffic, 
revenue  and  cost  levels,  this  line  generates  an  annual 
excess  financial  burden  amounting  to  $131,351  or  $55 
per  carload.  Recovery  of  costs  would  require  approxi¬ 
mately  a  65-percent  increase  in  traffic  or  a  22-percent 
rate  increase  over  the  1973  levels.  The  traffic  density 
on  this  line  is  high,  indicating  that  rail  service  could 
be  efficient  and  financially  self-sufficient  provided  the 
present  low  rates  are  corrected. 


1238,  1252 

PORTION  OF  BRADFORD  BRANCH 
USRA  Line  No.  1252 
Erie  Lackawanna 

■  «^B&0  to  Buffalo  (EL  has  Trackage 
EL  to  Carrollton,  N.Y.  J  Rights  to  Limestone) 

>*l  • 

Bradford (J)0  Bradford  (B&O) 

i : 


This  portion  of  the  Bradford  Branch  extends  from 
Howard  to  Crenshaw ,  Pa.,  a  distance  of  69.5  miles,  in 
McKean,  Elk  and  Jefferson  Counties,  Pa.  This  line 
comprises  EL  trackage  rights  over  the  B&O  from  How¬ 
ard  (B&O  Milepost  76.1)  to  Mount  Jewett  (B&O  Mile¬ 
post  57.2),  18.9  miles,  and  from  Clarion  Junction  (B&O 
Milepost  36.8)  to  Brockway  WI  Tower  (B&O  Mile¬ 
post  11.2),  25.6  miles,  and  the  EL  lines  from  Mount 
Jewett  (EL  Milepost  31.4)  to  Johnsonburg  (EL  Mile¬ 
post  53.2) ,  21.8  miles  and  from  Brockway  WI  Tower  to 
Crenshaw  (Milepost  2.7),  3.2  miles  including  approx¬ 
imately  0.5  mile  of  operation  over  the  PC  near  Brock¬ 
way.  The  B&O  extends  north  from  Howard  to  Lime¬ 
stone  with  EL  operating  via  trackage  rights  (also 
under  study  in  this  report)  and  south  from  Brock¬ 
way  ( WI  Tower)  to  Pittsburgh.  The  B&O  line  to  Knox 
diverges  at  Mount  Jewett.  The  EL  line  to  Lewis  Run 
connects  at  Howard  and  the  EL  continues  on  to  Hydes 
at  Crenshaw ;  both  are  also  under  study  in  this  Report. 
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The  PC  Emporium  Secondary  Track  connects  at  John- 
sonburg  and  the  Ridgway  Secondary  Track  connects  at 
Brockway ;  both  lines  are  also  under  study.  The  Pitts¬ 
burg  &  Shawmut  RR  connects  at  Brock  way  Yard.  This 
line  was  not  described  as  potentially  excess  in  the  U.S. 
DOT  Report  (see  Zone  74) . 

Traffic  and  Operating  Information 

Stations  (with  their  1978  carloads)  served  by  this  line: 


Mount  Jewett  _  0 

Freeman  _  0 

Hutchins _  0 

Midmont  _  0 

Rasselas  _  0 

Ketner _  0 

Clarion  Junction _  0 

Johnsonburg _  531 

Brockway  _  938 


Preliminary  Recommendation 

It  is  not  recommended  that  this  portion  of  the  Brad¬ 
ford  Branch  be  included  in  the  ConRail  System.  Con¬ 
tinued  operation  of  this  line  would  require  a  rail  service 
continuation  subsidy.  Under  1973  traffic,  revenue  and 
cost  levels,  this  line  generates  an  annual  excess  financial 
burden  amounting  to  $116,893,  or  $80  per  carload.  Re¬ 
covery  of  costs  would  require  approximately  a  40-per¬ 
cent  increase  in  t  raffic  or  an  18-percent  rate  increase  over 
the  1973  levels.  Although  costs  may  be  reduced  by  re¬ 
ducing  the  service  frequency,  this  alone  will  not  make 
the  line  financially  self-sufficient. 


CONNECTION  TO  D&H  RY 


Total  carloads  generated  by  the  line _ 1,  469 

Average  carloads  per  week _  28.  3 

Average  carloads  per  mile _  21. 1 

Average  carloads  per  train _  4. 9 

1973  operating  information : 

Number  of  round  trips  per  year _  300 

Estimated  time  per  round  trip  (hours) _  14.0 

Locomotive  horsepower _ 2,  500 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL _ $644, 281 

Average  revenue  per  carload _  $439 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  408,  579 

Cost  of  upgrading  branch  line  to  FRA 
Class  I:  (1/10  of  total  upgrading 

cost ) _  0 

Cost  incurred  beyond  the  branch  line _  352,  595 


Total  variable  (avoidable)  cost _  761,174 


Net  contribution  (loss)  :  total _  (116,893) 

Average  per  carload _  (80) 


This  line  would  require  no  upgrading  to  meet  the 
requirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has 
a  maximum  safe  operating  speed  of  10  m.p.h.). 

Both  J ohnsonburg  and  Brockway  are  served  by  the 
B  &  O.  Thus ,  service  can  be  continued  to  both  of  these 
traffic-generating  points  by  the  B  &  O. 


USRA  Line  No.  7254 


Erie  Lackawanna 

D&H  to  Albany,  N.Y. 

V 


EL  to  Port  Jervis,  N.Y. 
and  Hoboken,  N.J. 


'"jlr 


LANESB0R0  JA’ 
/ 


"7 


Susquehanna  / 


EL  to  Binghamton 


EL  CONNECTION 
TO  D&H  RY 


JEFFERSON 

JUNCTION 


1.8  miles 


D&H  to  Wilkes-Barre 
(EL. has  Trackage  Rights  to  Avoca) 


This  Connection  to  the  Delaware  &  Hudson  Ry  ex¬ 
tends  from  Jefferson  Junction  (Milepost  1.7)  to  Lanes- 
boro,  Pa.  (Milepost  3.5),  a  distance  of  1.8  miles ,  in  Sus¬ 
quehanna  County,  Pa.  At  Jefferson  Junction,  this  line 
connects  with  the  D&H  Ry  Albany-Wilkes-Barre  line. 
The  EL  operates  south  over  the  D&H  under  a  trackage 
rights  agreement.  At  Lanesboro  “JA”,  the  line  connects 
with  the  EL  Hoboken-Binghamton  via  Port  Jervis 
This  line  was  not  described  as  potentially  excess  in  the 
U.S.  DOT  Report  (see  Zone  53 ) . 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 
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Information  for  Line  Retention  Decision 

This  line  is  used  as  a  connection  between  the  EL  and 
the  D&H  to  serve  USRA  Segment  No.  1226.  The  pre¬ 
liminary  recommendation  for  Segment  1226  is  that  it 
not  be  included  in  the  ConRail  System. 

Preliminary  Recommendation 

It  is  not  recommended  that  this  Connection  to  the 
Delaware  &  Hudson  Ry  be  included  in  the  ConRail 
System. 

PORTION  OF  NEW  CASTLE  BRANCH 
USRA  Lino  No.  1256 
Erie  Lackawanna 


This  portion  of  the  New  Castle  Branch  extends  from 
Farrell  (Milepost  3.6)  to  New  Castle ,  Pa.  (Milepost 
23.3),  a  distance  of  19.7  miles ,  in  Mercer  and  Lawrence 
Counties,  Pa.  At  Farrell,  the  line  continues  north  to 
Ferrona.  At  New  Castle,  it  intersects  the  PC  Houston 
Secondary  Track,  also  under  study.  This  line  was  not 
studied  in  the  U.S.  DOT  Report  (see  Zone  75). 

Traffic  and  Operating  Information 

Stations  (with  their  1973  carloads)  served  by  this  line: 


Wheatland  _  158 

West  Middlesex _  113 

Pulaski  _  18 

Nashua _  0 

Water  Works  Siding _  0 


Total  carloads  generated  by  the  line _  289 

Average  carloads  per  week _  5.  6 

Average  carloads  per  mile _  14.  7 

Average  carloads  per  train _  2.  3 


1254,  1256 


1973  operating  information : 

Number  of  round  trips  per  year - -  104 

Estimated  time  per  round  trip  (hours) -  7.0 

Locomotive  horsepower - 2,  500 

Train  crew  size _  4 


Information  Provided  by  RSPO,  Shippers,  Government 
Agencies 

No  specific  information  concerning  this  line  was  pro¬ 
vided  at  the  hearings  conducted  by  the  Rail  Services 
Planning  Office  as  reflected  in  their  reports  entitled 
“The  Public  Response  to  the  Secretary  of  Transporta¬ 
tion’s  Rail  Service  Report.” 

Information  for  Line  Retention  Decision 


Revenue  received  by  EL - $87,  991 

Average  revenue  per  carload -  $304 


Variable  (avoidable)  cost  of  continued 
service : 

Cost  incurred  on  the  branch  line _  176, 944 

Cost  of  upgrading  branch  line  to  FRA 
Class  I :  ( 1/10  of  total  upgrading  cost )  —  0 

Cost  incurred  beyond  the  branch  line _  46,  245 


Total  variable  (avoidable)  cost _  223,189 


Net  contribution  (loss):  total - (135,198) 

Average  per  carload _  (468) 


This  line  would  require  no  upgrading  to  meet  the  re¬ 
quirements  of  the  Federal  Railroad  Administration’s 
minimum  safety  standards  (Class  I  track,  which  has  a 
maximum  safe  operating  speed  of  10  m.p.h.). 

Although  service  to  the  entire  line  generates  a  loss, 
service  to  the  line  from  Milepost  3.6  to  Milepost  4.4 
(serving  shippers  at  Wheatland,  who  generated  158 
carloads  in  1973)  would  generate  $55,359  in  revenue  and 
$40,432  in  costs  with  a  resulting  contribution  of  $15,368 
or  $94  per  carload. 

Recommendation 

It  is  recommended  that  the  portion  of  the  New  Castle 
Branch  from  Milepost  3.6  to  Milepost  4.4  be  included  in 
the  ConRail  System  or  the  system  of  a  solvent  carrier. 

Preliminary  Recommendation 

It  is  not  recommended  that  the  portion  of  the  New 
Castle  Branch  from  Milepost  4.4  to  Milepost  23.3  be 
included  in  the  ConRail  System.  Continued  operation 
of  this  line  would  require  a  rail  service  continuation  sub¬ 
sidy.  Under  1973  traffic,  revenue  and  cost  levels,  this 
portion  of  the  line  generates  an  annual  excess  financial 
burden  amounting  to  $150,566,  or  $1,149  per  carload. 
Recovery  of  costs  would  require  approximately  an 
elevenfold  increase  in  traffic  or  a  460-percent  rate  in¬ 
crease  over  the  1973  levels.  Although  costs  may  be  re¬ 
duced  by  reducing  the  service  frequency,  this  alone  will 
not  make  the  line  financially  self-sufficient. 
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LINES  NOT  NOW  BEING  SERVED 


8Ute 

Line  No. 

Termini 

Date  last  used 

Reason 

New  Jersey 

1211 

Netcong  to  Andover  Junction 

Nov.  1,  1968 

Lack  of  demand  for  service. 

New  York 

1209 

Orangeburg  to  Nanuet  Junction 

Mar.  14,  1973 

Lack  of  demand  for  service. 

1249 

Dayton  to  Cattaraugus 

Oct.  27,  1970 

Track  damage  (washouts). 

1257 

Lancaster  to  East  Lancaster 

1963 

Lack  of  demand  for  service. 

1268 

Spring  Valley  (Woodbine  Yard)  to  Thiells 

Aug.  26,  1971 

Lack  of  demand  for  service. 

Pennsylvania 

1223 

Plains  Junction  to  Pittston 

1969 

Lack  of  demand  for  service. 

1245 

Lawrenceville  to  Blossburg 

June  22,  1972 

Flood  damage — “Agnes.” 

1269 

Crenshaw  to  Hydes 

1970 

Lack  of  demand  for  service. 

1270 

Loomis  Breaker  to  Hanover 

June  22,  1972 

Flood  damage — “Agnes.” 

1271 

Warrior  Run  Branch  at  Hanover 

1967 

Lack  of  demand  for  service. 

1272 

Avondale  to  Loomis 

'  June  22,  1972 

Flood  damage — “Agnes.” 

New  York/Pennsylvania 

1253 

Limestone,  N.Y.  to  Bradford,  Pa. 

Jan.  30,  1975 

Highway  construction  and  lack  of 

* 

* 

demand  for  service. 

• 
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Line  No. 


Termini 


Page 


1200  Newark  to  Orange,  N.J _  11 

1201  Orange  to  Summit,  N.J . . 12 

1202  Summit  to  Morristown,  N.J . 12 

1203  Denville  Junction  to  Morristown,  N.J _  13 

1204  Summit  to  Gladstone,  N.J . . . 14 

1205  Newark  (Roseville  Avenue)  to  Montclair,  N.J _ .. _  15 

1206  Bloomfield  to  West  Orange,  N.J _  16 

1207  Great  Notch  to  Essex  Fells,  N.J _ 17 

1208  Mountain  View  to  Pompton  Junction,  N.J _ __  17 

1210  Chester  Junction  to  Succasunna,  N.J _  18 

1212  Washington  to  Phillipsburg,  N.J _  19 

1213  Nanuet  Junction  to  Spring  Valley,  N.Y _ _ • _  23 

1214  Spring  Valley  to  Tallmans,  N.Y _  24 

1215  North  Hackensack,  N.J.  to  Nanuet  Junction,  N.Y . .  20 

•  1217  Greycourt  to  Newburgh,  N.Y .  24 

1219  Campbell  Hall  Junction  to  Montgomery,  N.Y _  25 

1220  Middletown  to  Fair  Oaks,  N.Y _ 26 

1221  Crawford  Junction  to  Pine  Bush,  N.Y _ 27 

1222  At  Bath,  Pa. . _• . 49 

1224  Avoca  to  Pittston  (Thompson  Street),  Pa . . 50 

1225  Rock  Junction  to  Jessup,  Pa _ *.  50 

1226  Avoca  to  Jefferson  Junction,  Pa.  (DdcH  Trackage  Rights) _  51 

1228  Kingston  to  Northumberland,  Pa _  52 

1229  Old  Line  Junction  to  Nicholson,  Pa _  53 

1233  Fulton  to  Oswego,  N.Y _  28 

1238  Lackawaxen  to  Honesdale,  Pa..,- _  54 

1239  Bath  to  Wayland,  N.Y _  29 

1240  North  Alexander  to  Avon,  N.Y _  30 

1241  Avon  to  Rochester,  N.Y _ 31 

1242  _  Depew  Junction  to  Lancaster,  N.Y _ _  32 

1243  Lockport  to  Lowertown,  N.Y _  32 

1244  River  Junction  to  Cuba  Junction,  N.Y _ 33 

1246  Buffalo  (BC  Junction)  to  Dayton,  N.Y _ _ 34 

1247  Dayton  to  Dunkirk,  N.Y _  35 

1248  -  Dayton  to  Waterboro,  N.Y _ _ _ _ _  36 

1250  Salamanca  to  Cattaraugus,  N.Y _  37 

1251  Carrollton,  N.Y.  to  Lewis  Run,  Pa _ —  38 

1252  Howard  to  Crenshaw,  Pa _  55 

1254  .  Jefferson  Junction  Connection  to  D&H  at  Lanesboro,  Pa _  56 

1255  Niobe  Junction,  N.Y.  to  Corry,  Pa.  (CM  Junction) _  39 

1256  Farrell  to  New  Castle,  Pa _ _ 57 

1258  Niles  to  Lisbon,  Ohio _  41 

1259  Phalanx  to  Solon,  Ohio _ 42 

1260  Marion  to  Lima,  Ohio _  43 

1261  Lima,  Ohio  to  Huntington,  Ind _  8 

1262  Huntington  to  Hammond,  Ind _ • _  7 

1263  Marion  to  Rich  wood,  Ohio _  44 

1264  Richwood  to  Urbana,  Ohio _  45 

1265  Urbana  to  Bowlusville,  Ohio _  45 

1266  Bowlusville  to  Fairborn,  Ohio _ 46 

1267  Fairborn  to  Dayton,  Ohio _  47 
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